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One man, with one assistant... 
and the touch of a switch... 
can handle one wagonload of coal 





every 45 seconds ! 





Outgoing wagons of graded coal at the N.C.B. Central Coal Preparation P!ant, Dalkeith, Scotland 


NEW APPROACH TO WAGON HANDLING 


. . . Mitchell system means smaller sidings, 


quicker turnround, less gear, greater safety 


How many men work on your coal sidings ? 
How many locomotives or capstans ? What 
space is wasted by sprawling tracks? How 
much tonnage can you handle per hour? 

The generally unsatisfactory answers 
given to such questions as these inspired 
the design of the Mitchell system of wagon 
handling—a mechanical, electrically-con- 
trolled system that offers remarkable scope 
for increased efficiency at power stations, 
collieries, coal preparation plants, steel- 
works, etc., and other centres of industry 
possessing marshalling yards. 

The Mitchell system can be operated by 
two men. It takes wagons from the arrival 
sidings, loads or unloads them, weighs 


them and re-marshals ready for departure. 
Wagons can be emptied and returned to 
the same siding they arrived at “full” so 


that one track is used for full and empty 
wagons. No internal shunting, no addition- 
al motive units, no man-handling other 
than initial uncoupling and final recoupling, 
are required. The system has no limit to 
size or capacity and can easily handle the 
1000 tons or more of coal per hour which 
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is now being called for. And it does it with 
the highest degree of safety, in all weathers, 
réount) the clock if 
needs be. 

By demanding no 
more than half the 










space occupied by tradi- 





tional balloon sidings, 
the Mitchell system 
makes possible the 
erection of new plant 
on sites hitherto un- 
suitable, with very large 
savings in initial and 
later costs. Its flexibil- 





to any individual hand- 

ling problem. Installa- 
tions are already at 
work for the National Coal Board and the 
British Electricity Authority. The thorough- 
going efficiency and economy of the 
Mitchell system puts it far in advance of 
any traditional method and establishes it 
as the system of the future. 















(1) Full wagons at sidings 
(2) Full wagons moved across to tippier 


. _ ° (3) Empty wagons boosted up track 
ity makes it adaptable | (4) Empty wagon returns to original siding 
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An installation at the British Electricity Autho- 
rity Freemens Meadows, Leicester, handling 800 
tons of coal an hour. The site is limited in area 
and normal methods of working with balloon 
sidings would be impractical. The pictures show 
the traverser pulling an incoming truck on to 
the transfer rail and an emptied wagon being 
returned to the siding by the ‘kickback’. 
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Wage Claims in Progress 


‘/ELDOM has the wages scene in Britain shown the 
activity with which this week started. The main event, 

as far as railways are concerned, was the opening of the 
public hearing in London last Monday before the Railway 
Staff National Tribunal of the claim by the National 
Union of Railwaymen for a pay increase of 10 per cent 
for its members. This hearing had not been completed 
when we went to press, but Mr. James Campbell, General 
Secretary of the N.U.R., put his points in support of the 
claim on the first day. These are that the rates of pay are 
not fair and adequate and compare unfavourably with 
those of other industries, that there is a great need to 
recruit and retain the right type of staff, that the last 
increase did not maintain the 1947 standard, that the cost 
of living continues to rise, that railwaymen should share 
in benefits to the industry, and that the vital réle of rail- 
ways warrants appropriate rates of pay. On Tuesday, 
Mr. A. B. B. Valentine, a Member of the British Transport 
Commission, pointed out that the railways were still “in 
the red” and the Commission had a duty to resist the 
claim, in so far as it was a general one, on the grounds 
of financial difficulty. It would be improper, while the 
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Tribunal is still sitting, to comment on these claims except 
to note that, if granted, they would probably cost the 
Commission—already expecting a deficit of £40,000,000 
in respect of 1956—some £30,000,000 a year. The N.U.R. 
claim decision, if favourable to the union, would apply 
also to members of the Transport Salaried Staffs’ Associa- 
tion and the Associated Society of Locomotive Engineers & 
Firemen, for there are locomotive-men and clerical staff 
in the N.U.R. The T.S.S.A. has a sliding-scale claim of 
its Own outstanding, and the A.S.L.E.F. has recently 
accepted a 3 per cent increase costing some £1,500,000 a 
year. Yesterday (Thursday) the Management Board of 
the Engineering & Allied Employers’ National Federation 
met to formulate its reply to the renewed demand for a 
10 per cent wage increase for some 3,000,000 engineering 
employees, a reply which probably will affect, eventually, 
workshop employees of British Railways. 


B.R.S. Chairman as Eastern Area Board Member 


THE appointment of Major-General G. N. Russell, 

General Manager & Chairman of the Board of 
Management, British Road Services, to the Eastern Area 
Board of the British Transport Commission is the first 
instance of a senior officer, as opposed to a Member, of 
the Commission being appointed to an Area Board. The 
reorganisation scheme for British Railways implementing 
the Transport Act of 1953 provided that at least one 
member of an Area Board must be a Member of the Com- 
mission; in fact, two Members of the B.T.C. now sit on one 
of the Boards, and five are Chairmen—of all Area Boards 
except the Southern. In principle we feel such pre- 
ponderance of Commission representation to be undesir- 
able as militating against Regional autonomy. On personal 
grounds we welcome Major-General Russell’s appoint- 
ment. Before accepting, nine years ago, the responsibility, 
which he continues to discharge with success, for 
nationalised road haulage, he had long experience, as a 
senior military officer, of providing and using railway and 
other transport on a large scale. He can be relied on to 
apply an incisive mind to find a constructive—and not 
always conventional—solution to most problems. Whether 
the Eastern Area Board will now concern itself increasingly 
with road haulage matters remains to be seen. One notes 
that the Eastern Region has been a pioneer in organi- 
sational changes in recent months. 


Transfer of Traffic to Rail 


[ft is apparent from recent Ministerial statements, notably 
that by Mr. Harold Watkinson, Minister of Trans- 
port & Civil Aviation, at a Press conference last week, 
that the fuel situation for road haulage and public service 
vehicles is not likely to get worse in the near future. The 
Minister, in fact, has invited haulage operators to ask for 
additional fuel to meet seasonal demands. Buses are to 
get 95 per cent of normal consumption in the next ration- 
ing period—from April 8 to July 28—as in the current 
period. Express services, and so on, will get not less than 
75 per cent of normal requirements. The assumption is, 
therefore, that transfer of traffic from road to rail has now 
reached its peak. The response has been encouraging, but 
probably not as great, particularly where coal traffic is 
concerned, as the Government and the British Transport 
Commission would have liked. Undoubtedly the railways 
have been, and are, carrying substantial quantities of both 
freight and passenger traffic which normally would pass 
by road. The emphasis must now turn to keeping that 
traffic. There are still some months ahead in which British 
Railways, by their performance, can show consignors that 
the enforced switch to rail has been to their lasting benefit. 


Royal Engineers Army Emergency Reserve 


THe importance of the réle, in the scheme of national 

defence, of transportation units of the Royal 
Engineers amid the changes necessitated by developments 
in methods of warfare was stressed by Sir Brian Robert- 
son, who, as Honorary Colonel of Transportation Units 


238 


of the R.E. Army Emergency Reserve, presided last Friday 
at the R.E., A.E.R. Transportation Branch Officers’ annual 
dinner. As a former senior commander with great experi- 
ence of the administrative problems of armies in the field, 
and many years of commissioned service in the Royal 
Engineers, Sir Brian Robertson can speak with authority 
on this subject. As Chairman of the British Transport 
Commission, he took the opportunity on this occasion to 
emphasise that the Commission would do everything in 
its power to encourage recruitment to A.E.R. transporta- 
tion units from among railwaymen and employees of the 
other nationalised transport undertakings. Not only those 
who serve, or hope to serve, in those units, and those 
responsible for raising and training them, but anyone with 
any comprehension of strategic questions must be greatly 
heartened by Sir Brian Robertson’s undertaking—and by 
his reference to the good account of themselves given by 
the R.E. Transportation reservists recalled to the colours 
last year. 


Overseas Railway Traffics 


QGALVADOR Railway Company receipts for December 
last were colones 402,000, compared with colones 
435,000 the previous year; the aggregates for the six 
months July-December of 1956 and 1955 were respectively 
colones 1,433,000 and 1,270,000. South African Rail- 
ways & Harbours weekly total railway receipts rose from 
£2,502,410 for the week ended January 12, to £2,645,362 
for the following week. Aggregate total railway receipts 
from April 1, 1956, amounted to £110,919,629, as at 
January 19, compared with £110,331,151, as at the corres- 
ponding date in 1956, the totals under several headings 
showing similarity. Aggregate total harbour receipts as 
at January 19, show an improvement at £6,155,767, com- 
pared with £6,049,186 as at the corresponding date in 1956, 
whilst airway receipts held steady at £149,454 compared 
with the previous week. Paraguay Central Railway 
receipts for the week ended February 8, were G1,546,925, 
an increase of G189,895 on the corresponding week of 
1956. Aggregate receipts from July 1, 1956, amounted to 
G60,837,224 against G43,005,669 for the corresponding 
period of 1955/56. 


C.T.C. in Rhodesia 


HE management of the Rhodesia Railways, which 
were pioneers in the installation of centralised train 
control in Southern Africa, has decided to equip with 
C.T.C. the whole 1,246 miles of the main-line system from 
Umtali to Ndola. The first section to be equipped, between 
Heany Junction and Gwelo, some 95 miles, was opened 
during 1951-53; the installation was described in an article 
in our issue of October 14, 1955, by Mr. E. W. Dennison, 
Signal & Telegraph Engineer of the system. Since then 
approval has been given to a further 339 miles of C.T.C. 
on the Bulawayo-Wankie-Livingstone-Zimba sections, and 
at the moment 183 miles of the main line are under this 
form of control. It has now been decided to equip the 
rest of the main line, amounting to 812 miles, and contracts 
have been placed with three major British firms for pro- 
viding and installing C.T.C. equipment on the sections 
Umtali-Salisbury-Gwelo and Zimba-Broken Hill-Ndola. 


Contracts for British Manufacturers 


THE Westinghouse Brake & Signal Co. Ltd., which 
equipped the Bulawayo (Mpopoma)-Gwaai section, is 
responsible for the Umtali-Gatooma installation; the 
Siemens & General Electric Co. Ltd.. which supplied equip- 
ment for the Gwelo-Bulawayo (Heany Junction) and 
Gwaai-Wankie sections, is installing C.T.C. between Gwelo 
and Gatooma; and Metropolitan-Vickers-G.R.S. Limited, 
which at present is equipping the Wankie-Livingstone- 
Zimba section will also instal C.T.C. between Zimba- 
Broken Hill—Ndola. Power-operated points are to be 
included in all new and existing installations. On the 
Rhodesia Railways, where long distances are encountered 
between crossing points on single track, increasing train 
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density is causing operational congestion and saturation, 
particularly under the existing telegraph order sysi-m. 
‘fhese conditions necessitate a form of control to enzble 
the number of trains per day over each section to be 
increased. In addition, shortages of trained running siaff 
will be considerably alleviated by the introduction of 
C.T.C., and a great improvement in timekeeping is 
expected. The installations now approved are estimated 
to cost over £4,000,000, and it is anticipated that the whole 
1,246 miles of main line will be equipped by 1961. 


Measuring Railway Structures 


Pe question of clearances in tunnels and under bridges 

and other structures assumes great importance when 
overhead electrification schemes are being carried out, as 
they are in Britain at present. Plans of the structures are 
not always sufficient in themselves, for they can rarely give 
the exact position of the rails, which may have been raised, 
lowered, or moved sideways during work on the track. 
Where clearances are small, a few inches one way or 
another assume great importance. Various devices for 
measuring the exact relationship between track and struc- 
tures have been put into use and some of these have been 
described in our columns from time to time. Most of these 
are designed to take measurements at isolated points, but 
the Castan apparatus put into service by the French 
National Railways last year, and described elsewhere in 
this issue, is much more ambitious in scope, in that it gives 
a continuous graph showing the profile of a bridge or 
tunnel throughout its length. The speed of the operation 
is such that there would be no difficulty in taking frequent 
measurements if extensive work on the track made them 
desirable. 


New Timken Axlebox for Wagons 


LSEWHERE in this issue we describe and illustrate a 
new type of railway wagon bearing unit which has 
been designed by British Timken Limited and is now in 
use on freight vehicles on British Railways. This new 
assembly, which replaces the conventional axlebox, is in 
two parts manufactured respectively by bearing maker and 
user, and incorporates precision and wide-tolerance work. 
It is a particularly successful example of that working 
co-operation between customer and manufacturer long 
practised by British Timken. Since each side contributes 
to the production of the axlebox, costs are saved and 
speedier production effected at a time when the rapid 
intake of new equipment is essential for the modernisation 
projects now being carried out throughout British Rail- 
ways. Maintenance, repair, and renewal are simple 
matters due to the simplicity of the design, which reserves 
the specialist work of production for the bearing manu- 
facturer while making use of the general-purpose plant to 
be found in every railway workshop. The new units have 
been fully tested by the British Transport Commission, 
whose satisfaction at their performance is shown by its 
orders for a further 80,000. 


Pumping Out the Severn Tunnel 


For more than 70 years, the springs which release up to 
perhaps 23,000,000 gal. of water a day in the Severn 
Tunnel area have been kept in check by steam-driven 


pumps, 12 at Sudbrook and two at Sea Wall. Some of the 
single-acting Cornish pumping engines are themselves more 
than 70 years old, and the time has come when the tunnel, 
nearly 44 miles in length, must be drained by more modern 
methods. Twelve  electrically-driven submersible-type 
pumps, each capable of dealing with 200.000 g.p.h., are 
to be installed at Sudbrook and two of 120,000-g.p.h. 
capacity at Sea Wall. The horizontal tandem compound 
engine which drives the 27-ft. dia. ventilating fan for the 
tunnel is also to be replaced by electric motors. This work 
would have been done before the war had not the pro- 
vision of an alternative standby electricity supply entailed 
running a cable through the tunnel. The advances in 
electricity distribution since then make this step un- 
necessary, and electrification, which will bring substantial 
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economies, is going ahead. Standby electrical and pump- 
ing plant will be equal in quantity to that required for 
normal working, and a diesel-generator will be able to 
take the whole electrical load in an emergency. 


A Dismal Affair _. 
. -_ buffer stop collision at Filey Holiday Camp station 
on August 25, 1956, which, but for certain chance 
local circumstances, might have had much more serious 
consequences, arose from what Colonel D. McMullen, 
whose report on the case is summarised in this issue, 
accepts to have been a genuine mistake to begin with on 
the part of the fireman of an empty train who forgot to 
connect the vacuum pipes when coupling up. The driver 
did not, however, check that the work had been correctly 
performed, while the guard made no brake test and for a 
considerable portion of the journey was not even riding in 
a brake van. He did not discover there was no vacuum in 
the train pipe until speed had risen to a serious level from 
a long down-grade run. Prompt action by others stopped 
a train On a converging line and cleared people from the 
station concourse. Speed, which had been as much as 
40-50 m.p.h., had fallen to about 25 at the moment of 
impact. Regrettable attempts at avoiding responsibility 
followed, in which a serious deliberate untruth figured. 
The case is characterised by Colonel McMullen as a 
“dismal affair,’ relieved only by the commendable 
initiative displayed on receipt of warning of the runaway. 


The Gowers Report Again 


A MOTION stands on the Order Paper of the House 
of Commons regretting the Government’s failure to 
implement its undertaking to introduce legislation to safe- 
guard the health, safety, and welfare of workers on or 
about the railways. This relates to the Gowers Report 
which appeared in 1949 and recommended that legislation 
such as the Factories and Shops Acts should apply to 
certain of the railway workers, half a million of whom 
were outside the scope of existing legislation. The Com- 
mittee proposed that minimum legal standards laid down 
by these two acts should apply where appropriate, that is 
where more than six workers were employed, covering 
sanitation, accommodation, washing facilities, lighting first- 
aid equipment, accommodation for clothing, and the taking 
of meals. In locomotive sheds where conditions more 
nearly resembled those in factories, and where conditions 
were in any case particularly dirty, it was recommended 
that the Factory Acts should apply, and for office workers 
similar regulations as applied to office workers generally, 
particularly in regard to sanitation, ventilation, lighting, 
and temperature. The sponsors of the motion feel that 
since the report appeared some eight years ago, it is 
regrettable that no action has been taken. They point out 
that the Government has found Parliamentary time to 
legislate for agricultural workers on the lines recommended 
and a Shops Bill is now before the House of Lords to 
carry out the Committee’s recommendations for shop- 
assistants. Only the railways have been left out. 

It would now seem appropriate that with the moderni- 
sation programme under way and the Minister of Trans- 
port appealing for the full co-operation of all engaged in 
the industry in assuring its success, the workers’ grievances 
in this regard should be seriously considered. The Govern- 
ment’s reluctance to meet them by legislation would be 
understandable if there were any principle involved, but 
apparently there is none, since just before the dissolution 
last May the then Under-Secretary of State at the Home 
Office gave an undertaking that a Bill would be drafted, 
and during the debate on the Queen’s Speech at the begin- 
ning of the new Parliament Sir Anthony Eden indicated 
such a measure would appear in due course. Further, in 


reply to a Parliamentary Question last July the then 
Minister of Labour, Sir Walter Monckton, stated that 
legislation would be introduced as soon as Parliamentary 
time was available. 

Similarly, when the Trades Union Congress sent a depu- 
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tation to the Prime Minister in July, 1955, it was assured 
that a Bill was being drafted and that it was hoped to intro- 
duce it in the 1955-56 session. This was not done, nor 
was any mention made of it in the Queen’s Speech at the 
opening of the current session. It is because of this that 
the railway workers’ spokesmen in the House of Commons 
have placed their motion on the Order Paper. 

Lack of Parliamentary time is an oft-repeated excuse for 
failure to introduce legislation when agreement with the 
affected parties has not been reached. So it may be in this 
instance. The British Transport Commission has always 
stood out against statutory implementation of the Com- 
mittee’s recommendations on the grounds that the joint 
consultative machinery required to be set up under the 
nationalising Act would ensure that railway workers 
enjoyed satisfactory conditions of employment. In its 
view there was therefore no need for minimum standards 
to be prescribed by statute. This was stated in evidence 
by the then Railway Executive. It admitted, however, 
that there was no obligation on the part of the Commission 
or the Executives to accept recommendations of the joint 
consultative machinery and there was no right of appeal 
to an independent third party such as the Minister of 
Transport. The Gowers Committee stated that it would 
certainly have been its duty, if the railways had not been 
nationalised, to recommend a statutory code of welfare and 
safety and it did not therefore accept the argument that 
this was unnecessary because the railways were national- 
ised, and because special machinery for consultation was 
provided within the industry. 

It must not be overlooked that since the war consider- 
able improvement in working conditions on the railways 
has been achieved, but on the other hand much remains 
to be done if the standards set by legislation applicable to 
other industries to be reached. It has been argued fre- 
quently that the State should set an example as to con- 
ditions of employment, it should be as good an employer 
as the best in comparable industries. The same applies to 
nationalised industries. The Commission has been handi- 
capped in bringing older running sheds and marshalling 
yards up to modern standards because of restrictions on 
capital investment. There is also the question of priorities 
and where modernisation is in any case to take place it 
may be better to await that than improve existing installa- 
tions which are shortly to be superseded. Now, however, 
that the Commission has embarked upon its £1,200,000,000 
programme it should be possible to find the capital neces- 
sary to make good deficiencies in the facilities required to 
bring the working conditions of the railwaymen into .line 
with those required in other comparable industries. 


World Bank Railway Mission in India 


WORLD BANK ttechnical mission has been on a 

three-week study tour of the development pro- 
grammes of Indian Railways and their operational methods 
to determine the extent to which the bank can help with 
finance for their much-needed expansion. During the 
Second Five-Year Plan period, 1956-61, railway develop- 
ment in India is likely to cost Rs. 11,250,000,000, of which 
over Rs. 4,000,000,000 will be required in foreign exchange. 
The World Bank has recently shown a great deal of interest 
in Indian transport problems, particularly those connected 
with the railways. In a letter to the Indian Finance 
Minister, Mr. T. T. Krishnamachari, the World Bank 
President, Mr. Eugene Black, stated last September that 
the bank had been “ struck by the extent to which the lack 
of adequate transport facilities threatens to constitute a 
bottleneck in the country’s economic development,” and 
suggested that transport could appropriately be regarded as 
a “top priority for any bank financing devoted to India’s 
Second Five-Year Plan.” 

In pursuance of Mr. Black’s suggestion, a team of 
Indian railway officers headed by Mr. K. B. Mathur. 
Member (Transportation) of the Railway Board. visited 
Washington towards the end of 1956 and held preliminary 
discussions with the World Bank. As a corollary to these 
discussions, a technical mission, led by Mr. John E. Slater, 
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arrived in India on January 30, for a three-week study 
tour. Other members of the Mission are: Mr. Burgess, 
specialist in railroad construction and maintenance, Mr. 
Joedicke, specialist in rail economics and traffic, and Mr. 
Roeder, specialist in motive power and rolling stock. All 
of them belong to the American firm of Messrs. Coverdale 
& Colpites, who are World Bank consultants on railway 
matters. 

Apart from holding discussions with the Railway Board 
and the administrations of the seven railways in the 
Republic of India, the mission itinerary has included visits 
to important railway marshalling yards and traffic centres 
such as Moghal Sarai, Asansol, and Khargpur, Chittaran- 
jan Locomotive Works, the Integral Coach Factory at 
Perambur, the WestBengal—Bihar coalfield area, steel 
plants at Tatanagar and Burnpur, the proposed plants at 
Bhilai, Rourkela, and Durgapur, and water power and 
irrigation projects like Hirakud and Maithon dams. The 
Mission is thus covering not only the important railway 
installations of the country, but also studying the trans- 
port requirements of key industries, agriculture, and plants 
and projects, which are in the process of developing. 

As the operational methods of Indian railways and the 
scope for improving these will form important aspects of 
the mission’s study, various indices of operational 
efficiency have been recently published by the Railway 
Board and a comparison made with other economically 
developed countries. It is claimed that the figure of 1-1 
million net ton-miles per track mile conveyed, is second 
only to the figure for the U.S.A., 1°3 million, while Indian 
railway performance in respect of net ton-miles per wagon- 
day is of a high order, being 541, for an average carrying 
capacity of 22 tons per wagon in 1955-56. It is also 


claimed that the figure of wagon-miles per wagon-day is 
now higher in India than in any other country, being 48-9 
for all serviceable wagons in 1955-56, compared to the 
U.S.A. figure of 48:1 and that of the Canadian National 
Railways, 46°7 in 1954-55. 

Of the seven railways, the South Eastern has the largest 
expansion programme in the Second Plan period, because 


it will be called upon to meet the transport requirements of 
the three steel plants at Durgapur, Rourkela, and Bhilai, 
which are expected to go into production by 1960. For 
this purpose, the broad-gauge line between Asansol and 
Rourkela, 186 miles, will have to be electrified. As electri- 
fication is not likely to be completed within three years, 
diesel locomotives, of which 100 have been ordered, will 
be used during the transition period. The work on 
doubling between Drug and Rourkela, 281 miles, has 
already started. Also, as the existing line has not the 
capacity required for carrying coal from the Bengal-Bihar 
Collieries to the new plants, a new line from near Barka- 
kana to Rourkela, passing through Muri is proposed. It 
is only natural that the needs of the “steel railway,” in 
the South Eastern Railway area, should receive the closest 
attention of the visitors. 

Among other important expansion schemes that the 
mission is likely to be studying are the electrification of 
the line from Howrah to Moghal Sarai via the Grand 
Chord, 410 miles, and remodelling and expansion of the 
marshalling yards at Modhal Sarai and Ondal, necessitated 
by the increase in coal loading, from 2,400 wagons a day 
at present to 4,000 at the end of the Second Plan period, 
and the transport requirements of Durgapur steel plant. 
There are several other schemes, such as remodelling 
Howrah terminus, and the introduction of automatic 
signalling, that demand the mission’s attention. The import 
of diesel engines and electrification, which will also involve 
extensive renewals of track and improvement of inter- 
locking, will need a large expenditure of foreign exchange, 
a field in which external assistance can be of great value. 

At the conclusion of their tour, Mr. Slater’s team is 
having a final round of discussions with the Railway 
Board at New Delhi, and on its return to Washington is 
advising the World Bank, whose final decision, likely to 
be made known by June as to the extent of financial assis- 
tance to be given to Indian Railways, must be awaited 
with great interest. 
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Canadian National Railways in 1956 


Tae year 1956 marked the completion of an important 

phase of Canadian National Kailways diesel traction 
plans. A five-year plan initiated in 1952 was based on the 
conversion to diesel traction +of those specific services 
which would yield the greatest return on the investment 
made. The $220 million spent thus far resulted in the 
substantial economies anticipated. A new phase has already 
been introduced. It contemplates further development of 
the programme on a territorial basis commencing at the 
eastern and western extremities of the railway. In his 
review of C.N.R. developments last year, Mr. Donald 
Gordon, Chairman & President, stated that earnings of 
$711 million to the end of November indicate the high 
level of business activity that has prevailed throughout 
1956. Canadian National has shared in the growth of 
Canada and, in turn, has made its own contribution to 
that growth. 

The postwar years have seen new rails push northward 
into such areas as Lynn Lake and Kitimat. Last year 
was no exception. Construction is well in hand of a 
290-mile line between Beattyville, Quebec, and St. Felicien, 
Quebec, which cuts through the Chibougamau mining 
fields. Further east the Canadian National has cleared 
and graded a 22-mile line through the New Brunswick 
forest to reach a new mine site. To the west, Canadian 
National engineers have surveyed a route far up the 
Hudson Bay railway line into the Mystery-Moak Lake 
district where an extensive nickel deposit will be developed 
over the next four years at a reported cost of $175 million. 

The 1956 figures show that more than $95 million were 
invested in cars and locomotives during the year, represent- 
ing a substantial net addition to C.N.R. rolling stock in 
order to carry the produce of an expanding economy. 
Among the major expenditures of the past decade have 
been those for extension, improvement and modernisation 
of yard facilities. Clearing and grading commenced on 
C.N.R. property in the Cote de Liesse district on the out- 
skirts of Montreal for an automatic hump yard. It will 
serve a major industrial area: the Island of Montreal and 
the adjacent St. Lawrence southshore where seaway 
development is generating considerable activity. Track 
maintenance has been changing from a manual to a 
machine operation during the past few years. In 1956 
$3 million was spent to continue the mechanisation of 
track work, whilst investment in track machinery approxi- 
mates $21 million. Another 140 miles of automatic block 
signals were added to the 480 miles which have already 
been installed. 

Centralised traffic control, a signalling and switching 
system known as CTC, has made it possible to increase 
average train speeds and traffic volume by about 80 per 
cent without adding physical track. There are now more 
than 700 miles of CTC on Canadian National Railways 
lines. In some cases its application to double track 
territory provides a capacity for one track that permits 
the other to be abandoned. In 1956 Canadian National 
were able to remove 40 miles of track by applying 
Centralised Traffic Control. 

Deliveries of new rolling stock during 1956 included 
324 diesel locomotive units and 4,633 goods wagons. Two 
new cars were introduced for specialised traffic. These are 
a pulpwood car which increases normal carrying capacity 
by 70 per cent and a double decked automobile transporter 
that can load eight standard-size automobiles in contrast 
with the normal complement of four. A third car is an 
all-purpose box car. By means of hinged and sliding 
wall panels the door openings can be increased from 
5 ft. 8 in. to 15 ft. 6 in. The aim is to make it easier to 
load and stow freight and also convert the car quickly, 
when required, into a bulk carrier for grain. Orders were 
placed for 6,110 goods wagons and 130 air-dump work cars. 
Experiments with motive power were continued. During 
the summer a diesel locomotive equipped with hydraulic 
transmission instead of the customary electrical trans- 
mission was tested. It is now in Western Canada where it 
will be observed for winter performances. The east-west 
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transcontinental schedule of the “ Super Continental” was 
shortened by 40 min. and a new fast (64 hr.) mail train 
was placed in operation between Toronto and Montreal. 

In Newfoundland, conversion to diesel traction will soon 
be complete. To this end 26 diesel units were shipped by 
sea to St. Johns in November. Two new passenger-cargo 
ships, the Bonavista and Nonia, were added to the New- 
foundland coastal fleet serving the island ports. 

Freight traffic in 1956 should show a 12 per cent in- 
crease over 1955. The mix of traffic is heavily weighted 
with raw materials that move on low rates, however. 
Despite an interim rate increase of seven per cent last July 
the average revenue per ton mile continues downward. 
The cost of wage increases aggregating 11 per cent over 
the term of a two-year agreement and a health and welfare 
plan, on behalf of its non-operating employees, have to 
be met by the railway as the result of an award made 
during the year. This and other awards will add an esti- 
mated $80 million to the railways payroll expenses when 
the agreements become fully effective. Canadian National 
has made parallel benefits available to its employees not 
covered by wage agreements. The seven per cent increase 
in freight rates authorised in June, 1956, together with the 
four per cent which became effective on January 1, 1957, 
will still fall substantially short of meeting the full impact 
of 1956 wage awards. 


Locomotive Feed Water Treatment 


ALTHOUGH the future policy of the British Transport 

Commission with its electrification schemes, and the 
increased use of diesel motive power will result in a con- 
siderable decrease in the number of steam locomotives, in 
the interests of economy, it is still desirable to make use 
of any means which will increase the efficiency of steam 
locomotives remaining in service, the remarks are equally 
of importance to other railway administrations overseas, 
who may be contemplating a change in motive power as a 
long term policy. In reviewing some of the aspects of 
feed water treatment, Mr. A. J. Parsons, Technical Officer, 
Railway Section, Imperial Chemical Industries, Alkali 
Division (Alfloc Water Treatment Service), gave an outline 
of the various methods and processes used, in his paper 
delivered to the Institution of Locomotive Engineers on 
February 27, during which he observed that much can be 
done in preventing serious damage to locomotive boilers 
by the use of correct feed water treatment; increase in loco- 
motive availability was of the utmost importance, and 
while it may be difficult to assess savings in terms of money, 
it must be obvious that considerable overall economy can 
be affected. 

The treatment of water can be at the source of supply, 
or by adding chemicals to the tender. Treatment at source 
is used by many railways throughout the world, in which 
external softening is by chemical precipitation, lime soda 
process, soda ash, and so on, for partial softening, external 
softening by the ion-exchange process, or wayside appli- 
cation. The tender internal treatment process involving 
the briquette, which had created considerable interest more 
recently, was a simple, and most effective method, and 
one which can be installed at a very low total cost. Chemical 
reagents used in this process are of the same type as used 
in the by-pass feeder wayside treatment system, and consist 
of small cylinders containing mixtures of standard water 
treatment chemicals; widely varying combinations of 
briquettes can be selected according to the characteristics 
of the feed water, some also contain effective anti-foam 
materials of the polyamide and polyoxide type. The method 
included a tube feeder some seven to ten in. dia. approxi- 
mately 4 ft. in length, sealed at the bottom, in which sets 
of holes are drilled for dispensing treatment, the holes 
being diametrically opposed to each other being tapped 
and fitted with plugs. ay) 

In describing this method of application, he observed 
that there were two alternative methods of fixing the tube 
feeder into the tender, and could be arranged so that it 
could be raised or lowered into the tender as desired, or 
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alternatively, of the fixed type suitable for tank engines, 
sO as not to interfere with the vision of the engine crew. 
The feeder is filled with briquettes, the dispensing rate of 
treatment being set by removing one set of plugs. The 
portion of the tube below the opened set of holes acts 
aS an automatically, continuous replenished reservoir of 
chemical treatment, in which the upper layer of briquettes 
slowly dissolves to form a saturated solution which dis- 
penses fairly evenly into the water over a period of several 
days. The liquid level in the tube feeder can be raised or 
lowered for the purposes of reducing or increasing treat- 
ment by altering the position of the side plugs in the tube, 
or in the case of a retractable feeder, by raising or lower- 
ing the depth of immersion. This type of treatment, he 
observes, is flexible, and can be applied to any locomotive, 
either as a complete treatment for hard waters, or merely 
as a conditioning treatment for partically softened feed 
water. 


Treatment of feed waters of very high hardness by this 
briquette method had, he observed, been carried out during 
the last few years on a section of British Railways involving 
some 86 locomotives, some of which are of the standard 
type. Blowdown valves and tube feeders were fitted at 
the respective works where they were built, and treatment 
commenced on the locomotives arriving at their respective 
depots. A water treatment control centre was also set 
up at the main motive power depot. A rigid blowdown 
schedule was drawn up; results, he maintains, clearly 
demonstrated that very high hardness feed waters can be 
effectively dealt with since sifting of boilers of treated 
locomotives at the running shed is no longer necessary; 
the period between boiler washouts had been extended 
from seven to 16 days. Engine reliability is another 
important factor; failure of locomotives in traffic because 
of boiler trouble, and the subsequent, often serious effect, 
can be prevented by sound water feed treatment. 


The second paper was read the same day by Mr. J. S. 
Hancock, Water Treatment Assistant to the Chief Mechani- 
cal & Electrical Engineer, London Midland Region, in 
which he gave a brief history of locomotive feed water 
treatment on the London Midland Region, British Rail- 
ways, during which he observed that, although the internal 
condition of locomotive boilers in this country left much to 
be desired, it was not until 1930 that any serious effort 
was made to effect any improvements by chemically treat- 
ing boiler feed water. He referred to the lineside softening 
and conditioning plants used on the London Midland 
Region for some 25 years. He maintains that operating 
efficiency rarely falls below 90 per cent efficiency. When 
water softening plants fail because of sludge difficulties, it 
is possible to operate them as conditioning plants, using 
only sodium carbonate, tannin, and so on. 


Referring to the tender treatment, he points out that 
supplies of water on the L.M.R. which do not warrant a 
plant, are dealt with by the briquette treatment. The same 
method has been used for the past two years by 60 freight 
locomctives allocated to the Annesley motive power depot, 
and operating on the Annesley-Woodford line. Before 
treatment began the Annesley boilers suffered severely from 
scale and corrosion, to the extent that it was necessary to 
retube all boilers every 12 months to prevent tube failures 
in service. The equipment fitted to each locomotive in- 
cludes a tube feeder and a manually-operated intermittent 
blowdown valve. Results, he maintains, are considered to 
be very satisfactory, for the hardness of the feed water is 
wholly precipitated as sludge, and the boilers are quite 
clean, and free from scale, proving that considerable 
variations in the alkalinity/dissolved salts ratio can be 
tolerated, provided the average is not below the figure con- 
sidered necessary, in this case 12 per cent. It is also of 
interest to note at Annesley an almost complete freedom 
from stay and superheater tube leakage, in spite of 
abnormally high concentrations of dissolved salt and 
alkalinity. This may be accounted for, he considers, by 
the sealing action of the sludge, by the comparatively small 
diameter of the tube in the tubeplate, or it may be associ- 
ated with the type, and amount of anti-foam used. 









Reliability of Diesel Power 


February 18 

Sir,—On August 24, you printed a letter about motive 
power employed by the U.S.A. railways at June 30, 1956. 
Details of the position at January 1 show how rapidly 
diesel traction is extending. The railways began the year 
with a stock of 3,654 steam, 608 electric, and 26,215 diesel 
units. They had under repair 15 per cent of the steam, 
11 per cent of the electric and 3-4 per cent of the diesel 
units. Of 28,957 serviceable units of all types 25,315, or 
87 per cent, were diesels. During 1956 the railways retired 
2,292 steam locomotives. On January 1, they had on order 
810 diesel and four electric units, but not one steam loco- 
motive. 

When 1956 operating results are published in April, it 
will be instructive to see how far the spread of diesel 
power has improved mobility. 

Yours faithfully, 
YOUR NORTH EASTERN CORRESPONDENT 
York 


Locomotives or Multiple-Unit Sets ? 


February 16 

Sir,—With reference to the editorial article in your 
February 15 issue, the multiple-unit train has certain 
intrinsic advantages. The baggage and refreshment accom- 
modation, for instance, and the traction motors are 
allocated to the load of the train in the same constant 
proportion, whilst the traction motors and amenities are 
evenly spaced throughout the length of the train, an essential 
feature if a fast service with many stops is being operated. 
Moreover, the motor unit is admirably suited to flexibility 
of operation in trains in which different portions have to 
be divided or joined en route, as is shown in some services 
in Holland and Belgium. In the event of running at high 
speeds, all power can be picked up by one pantograph and 
be distributed to motors throughout the train. 

The motored vehicle offers few of these advantages. 
If riding is bad on a 500-h.p. motor coach, it must be worse 
on one of 1,400 to 1,800 h.p. The problem of marshalling 
a rake will be more complex than with locomotive-hauled 
trains, because of the need of apportioning another 
specialised form of vehicle—the motored carriage— 
throughout the train. The time taken to repair a motor 
is of negligible duration compared to its working life, 
particularly if parts are standardised. In case of break- 
down, the delay resulting from the non-functioning of a 
1,400—1,800 h.p. motor will be considerably greater than 
with one of only 500 h.p., whereas track maintenance 
costs will also be less with the smaller motor. 

On the other hand, the locomotive is capable of wider 
use than the motored carriage. Its greater power and 
power to weight ratio makes it better suited to haul freight 
trains. If, from the purely economic point of view, the 
multiple-unit train is best for normal, basic traffic, peak 
loads can best be moved by trains hauled by locomotives 
fitted with gear ratios for use as passenger locomotives 
also. Because line capacity will not enable them to haul 
freight trains during the passenger peak traffic period, this 
proves an ideal means of limiting investment in rolling 
stock, if the locomotive-hauled trains are kept to limited 
stop services, their slower acceleration and station times 
being made up by a sustained speed so that they may be 
interspersed with multiple-unit stopping trains not suffering 
from these inhibitions. An excellent example of this 
method of operation is to be found in the Brussels- 
Antwerp services of the Belgian National Railways. 

As regards the new prototype passenger carriages for 
British Railways, I regret to observe that all coaches to 
be built between now and 1962 will be built to the same 
type of carriage design as the present standard series—at 
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a time when all other European railways are showing 
much imagination in the design of lightweight stock and 
at least are bringing into their standard designs all manner 
of weight-saving innovations; in bogie design also, weight 
reduction, with better riding qualities, has become 
commonplace on the Continent. I doubt whether the 
present type of British Railways standard carriage can be 
economical or technically suited to speeds of 90— 
100 m.p.h. Nothing seems to have been done to improve 
the none too good riding at high speeds or the aero- 
dynamic potentialities of the design. Is there really any 
point in spending millions of pounds in replacing obsolete 
equipment with obsolescent designs? Another major 
drawback of the prototype carriage is that standardised 
windows have been inserted upon compartments of greatly 
increased area and breadth. 

Railways are a key industry. Is it not being penny wise 
and pound foolish to skimp a few thousands of pounds 
on the salaries of men who have to spend £1,200 million? 
Such a scheme is sure to preclude talent in the long run 
and to restrain resourcefulness now. 


Yours faithfully, 


E. DECREUS 
29, Chadwick Road, E.11 


Site for a Transport Museum 


February 25 

SirR,—With reference to the letters on this subject which 
you have recently published from Mr. C. Hamilton Ellis 
and other correspondents about the possible future use of 
Brighton Locomotive Works as a transport museum, the 
British Transport Commission, by assembling a valuable 
and extensive collection of historical relics, and by arrang- 
ing periodical exhibitions such as that now in progress at 
Euston, has demonstrated its appreciation of the impor- 
tance of preserving material of this kind. It is anxious to 
establish a permanent museum (other than the long- 
established Railway Museum at York) as soon as suitable 
premises can be made available and adapted without 
unreasonable expense. 

The present position is that part of Brighton Works is 
being leased to a British firm who will build a German 
design of specially light cars under licence. So far from 
there being the “secret diplomacy ” which Mr. Hamilton 
Ellis suspects, this arrangement has been made with the 
knowledge, encouragement, and support of the Ministry 
of Labour and the Board of Trade, while the trades unions 
and the works staff have been fully informed under the 
consultative procedure. 

Before considering whether any or all of the remaining 
premises could be made available for a transport museum, 
however, consideration must first be given to the extent 
to which the car-building enterprise will absorb staff who 
might otherwise become unemployed and to any possibility 
of retaining parts of the works for other productive pur- 
poses. 

It would surely be a breach of the Commission’s duty 
as employers, and would be injurious to both the national 
and local interests, if we decided to use the premises as a 
museum without every possible consideration having first 
been given to the human aspect of the staff now employed 
at Brighton. 

The position will be further considered when the indus- 
trial future of the works has been finally determined, but 
we hope your correspondents will agree that a museum 
created against a background of avoidable unemployment 
would not be a happy augury for the future. 


J. H. BREBNER 
oe Public Relations Adviser 
British Transport Commission, 


222, Marylebone Road, N.W.1 
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Outpaced 
Kensington charwoman, to employers 
discussing train arrangements for a 
holiday abroad: “ You are funny talk- 
ing about trains. I always fly.” 
“ Peterborough” in “ The Daily Tele- 
graph.” 





End of the Dumpton Tunnel ? 


The collapse on February 15 of part 
of the root of the Dumpton Tunnel 
may mean the end of that structure. It 
was completed in 1863, and through it 
ran the main line of the London 
Chatham & Dover Railway, down 
the 1 in 75 gradient to the terminus at 
Ramsgate Harbour. On completion by 
the Southern Railway of the new Rams- 
gate passenger station and junction 
line, the tunnel and the Harbour Station 
were abandoned. Later, the lower part 
contained the track of an _ electric 
scenic railway from the harbour to 
near Dumpton Park Station, S.R. 
During the war the tunnel is believed 
to have formed part of the system of 
tunnels dug in the chalk under the town 
as air-raid shelters. Latterly the lower 
end seems to have been used as an 
amusement arcade. 


Wotton Tramway Flywheel Locomotive 


One of the two original Wotton Tram- 
way locomotives, a photograph of 
which is reproduced in the accompany- 
ing illustration, has been presented to 
the British Transport Commission for 
inclusion in its collection of historic 
locomotives. The ceremony was re- 
ported in our issue of January 25. 

The Wotton Tramway, 64 miles long 
and completed in 1872, was a private 
single-track railway owned by the Duke 
of Buckingham. In the year of his death, 
1894, the working of the line was taken 
over by the Oxford & Aylesbury Tram- 
road Company; it was then reconstruc- 
ted and the rolling stock replaced. In 
1899 the Metropolitan Railway and 
latterly the London Passenger Transport 
Board became responsible for its opera- 
tion, until traffic ceased in 1935. 
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THE SCRAP HEAP 


The locomotive has a single cylinder 
surrounded by a steam jacket, mounted 
horizontally on top of the boiler. Motive 
power is transmitted from the trans- 
verse crankshaft by spur gearing to a 
countershaft carrying a chain sprocket 
at the other end. The final drive to the 
wheels is by a chain passed around the 
sprocket and a chain wheel mounted on 
each axle behind the driving wheels, 
which are thus coupled together. The 
countershaft bearings are located in 
curved slots in the supporting brackets, 
to give a means of adjusting the tension 
of the driving chain. A heavy flywheel 
is mounted on the crankshaft. 


Round Dozens 


In the half-year to December 31, the 
Isle of Wight Railway Company collec- 
ted in gross revenue the magnificent 
sum of £21,481 7s. 2d., an increase of 
£98 over the corresponding half-year. 
But, as it saved nearly £400 in working 
expenses, the shareholders at the meet- 
ing on Wednesday next will no doubt 
congratulate each other warmly on the 
success of the traditional policy pursued 
by railways in the Island of carrying 
passengers 12 miles in 12 hours for 12s. 

-From “The Financial Times” of 
February 13, 1897. 


Hideous Hungerford Bridge 


The noble Clifton Suspension Bridge, 
the scene of the jet plane tragedy, once 
spanned the Thames at Charing Cross. 
It was removed in 1861 when the rail- 
way people put up the hideous Hunger- 
ford Bridge in its place—‘ this foul 
structure sprawling across the river on 
something like huge drain pipes,” is how 
Arthur Mee describes it in one of his 
guides. What London lost when the 
railway came! People say “ But surely 
the Thames is much wider than the 
Avon Gorge? ” But it was the magnifi- 
cent 676-ft. centre span which went to 
the Bristol bridge. It was built by 
Brunel the younger, whereas its suc- 
cessor in London was by Alexander 
Nasmyth, “a good man who did a bad 
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Wotton Tramway No. 807, built by Aveling & Porter in 1872 
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thing’ when he invented the type of 
bridge which disgraces the Thames at 
Charing Cross, says Arthur Mee again. 
—From “ The Manchester Guardian.” 


Automatic Brakes in U.S.A. 


The first air brake for freight vehicles 
was introduced in the U.S.A. in 1880. 
In 1887, tests proved that a 50-car train 
could be satisfactorily controlled when 
all the cars had the Type H, quick- 
action triple valve. During these tests, 
work was done with electrically actuated 
braking. However, development of the 
quick-action features made continued 
use of the complete pneumatic system 
practical. The Safety Appliance Act 
of 1893 gave final impetus to the uni- 
versal application of air brakes. In 
1907, the Type K brake was replacing 
the Type H brake because of the in- 
creasing length of trains. In 1932, the 
AB brake was introduced, and the fitting 
of this is now statutory on all freight 
vehicles. 


ToN... 


Who'd be the wife of a railroad man 

With his clothes all smelling of oil, 

With his boots waterproofed with axle- 
box fat 

And a high pressure steam valve under 
his hat 

Blowing off when he comes to the boil? 


Who'd be the wife of a railroad man, 

The official whom everyone blames 

If a wagon runs hot (‘cause it hasn’t 
been oiled) 

Or anything’s late, 
spoiled, 

Involving substantial claims? 


or missing, or 


Who'd be the wife of a railroad man, 

His nerves a tangle of track, 

Seeing signals at danger round every 
bend, 

Trains without tail lamps at either end, 

Or a bridge with a broken back? 


Who'd be the wife of a railroad man 

Who’s on call like the breakdown crane, 

Dashing away at all hours of the night 

And called back to duty as soon as it’s 
light 

In sun, snow, or fog, in sleet or in rain? 





Will you be the wife of this railroad 
man 

Little bright-eyed woman of mine? 

Will you love and cherish with spit and 
polish 

My hat, that its peak may shine? 


If you'll be the wife of this railroad man 

You’re the one little woman for me; 

Together we’ll face what fortune sends— 

Hard work, not much pay, hypercritical 
friends, 

And, perhaps if I burn the candle both 


ends 
I'll wipe up an O.B.E. 


C.E, 
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OVERSEAS RAILWAY AFFAIRS 


MALAYA 
New Offices at Port Swettenham 


The new building which houses the 
offices of the Chief Port Manager, the 
Port manager, and the Port Swettenham 
Board was opened by Mr. C. G. 
Harrison, General Manager of the 
Malayan Railway, in January. 

The opening was another step in the 
long-term development of the port. Port 
Swettenham first handled 1,000,000 tons 
of cargo in 1953; in 1956 the total ton- 
nage handled through the port was 
1,300,000. 

Approval has now been given to the 
construction of three further deep-water 
berths in the North Klang Straits, a 
little distance from the existing port. 
Work will commence late this year. 


RHODESIA 


Development at Ndola 

The railways have played a prominent 
part in the development of Ndola since 
the war, and additional facilities are 
being provided almost continuously. 
As Ndola handles through main-line 
traffic, as well as that for the Copper- 
belt branch lines, the Rhodesia Rail- 
ways have been faced with the necessity 
of providing new and enlarged yards 
for the reception and sorting of traffic, 
enlarged goods sheds and loading banks. 
new cattle handling facilities, and car- 
riage and wagon repair sidings, Cer- 
tain further remodelling, including a 
new station and traffic facilities, is 
included in the railway development 
programme. 

The area available for expansion at 
Ndola is limited by the location of 
the municipal power station and by 
broken ground with a steep donga. 
Public roads, level crossings and long- 
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(From our correspondents) 


established private sidings have also 
had to be considered, and there has 
been the necessity of keeping the already 
over-taxed existing facilities working at 
top pressure while new work is in 
progress. 

In the municipal residential area an 
additional 42 houses are being provided. 
A 240-ft. steel-frame forwarded goods 
shed has been sanctioned, also an exten- 
sion to the goods offices, surfacing of 
loading banks, and provision of addi- 
tional tracks and the extension of cer- 
tain existing ones. 

A new engineering district has 
recently been opened at Ndola under 
the control of a District Engineer and 
staff responsible for the civil works 
between Bwana Mkubwe and the Bel- 
gian Congo border and the Copperbelt 
branch lines. 


EAST AFRICA 
Receipts for 1956 


Total receipts from railway and har- 
bour services for the twelve months, 
January to December, 1956, were 
£21,637,000, compared with £21,456,000 
for 1955, but are £263,000 short of 
the revised estimates of revenue. 
Receipts from railway freight traffic 
during the year showed a decrease of 
over 2 per cent compared with 1955, 
and a decrease of nearly 6 per cent 
recorded in those from baggage, parcels, 
and mails traffic; but passenger traffic 
receipts showed an increase of 1:5 per 
cent. 


Kipevu Causeway, Mombasa 


A third connection between Mombasa 
and the mainland was due recently for 
completion. It is known as the Kipevu 
Causeway bridge. The length of the 
bridge itself is 320 ft. and with its 
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causeway approaches, the overall length 
is some 1,200 ft. The bridge is carried 
on 42-in. cylinders and the spans con- 
sist of 40 20-ton precast ferro concrete 
beams. The decking is composed of 320 
precast slabs each weighing 4 tons, and 
is 68 ft. wide, to accommodate a double 
line of metre-gauge railway, a 30-ft, 
roadway and 5-ft. sidewalk. The cause- 
way bridge has been designed and con- 
structed under the supervision of Mr, 
C. TT. Henfrey, Chief Engineer, 
E.A.R. & H. This bridge completes the 
rail link between the marshalling yard 
behind Kilindini No. 10 berth with 
Kipevu deep-water quays, and a second 
link with the marshalling yard area at 
Changamwe traversed by the new main 
line to Nairobi. 


UNITED STATES 


Proposed Fare Increase 


The examiner appointed by the Inter- 
state Commerce Commission to go into 
the claim by the New York Central, 
Pennsylvania, Chesapeake & Ohio, 
Lehigh Valley, Norfolk & Western, 
Reading, Erie and Pittsburgh & Lake 
Erie Railroads for a.45 per cent-increase 
in first class passenger fares has 
reported against the proposal. He con- 
tends that such an increase would be 
against the public interest in that it 
would probably result in the elimination 
of first class travel on the railways con- 
cerned, and that so far from increasing 
railway net revenue, an increase of this 
magnitude inevitably would reduce it 
as the result of lost traffic. The increase 
recommended by the examiner is one 
of 15 per cent in first class and 5 per 
cent in “coach” or second class fares. 
He also reported against the railways’ 
proposals to eliminate reduced fares for 
first class return journeys, but recom- 
mended an increase in excess baggage 
charges. 

In making its application the New 
York Central claimed that, on the basis 
of calculation laid down by the LC.C., 
its aggregate loss on passenger opera- 
tion during 1955 had been $126,345,339, 
and that the figure for 1956 was likely 
to be 30 per cent higher still. 

The railways in New England and 
the Southern States also have put in an 
application for liberty to charge higher 
passenger fares, but have limited them- 
selves to a claim for 5 per cent extra on 
both first and “coach” class tickets. 


ARGENTINA 


Labour Unrest 


Towards the end of January, an 
unofficial strike broke out on the , 
General Roca Railway, in order to pro- 
test against the alleged delay in wage 
negotiations under way since Novem- 
ber, 1956. Both suburban and main 
line passenger services were disrupted, 











A i et i ts 


=~. & 


Ow tt mee w tit & WwW SF 3 


SS ese = SS & 


Oe 








March 1, 1957 


and the reception of goods traffic was 
temporarily cancelled. In view of the 
progressive and cumulative effect on 
working, the Government _ finally 
decided on the mobilisation of the Roca 
Railway staff, as a result of which 
measure, traffic returned to normal to 
all effects and purposes. However, no 
sooner had this development taken 
place than a similar situation arose on 
the remaining railways running into 
Buenos Aires. The Government there- 
fore denounced the movement as being 
politically inspired, and stated that the 
railwaymen were not prejudiced in any 
way as regards the wage negotiations, 
as any increase would be retroactive; 
and apart from. this, temporary 
increases had already been granted. For 
this reason, the mobilisation was 
extended to cover all railways, and 
army, navy and air force detachments 
were called in to guarantee the services, 
which were restored virtually to normal 
working within 48 hr. 


Railway Technicians Visit U.S.A. 


A delegation of railway technicians 
arrived recently in the U.S.A. to study 
railway methods and at the same time 
to inspect locomotives and_ other 
material under construction for the 
Argentine Railways. 


CANADA 


Help for Industrial Development 


Mr. Donald Gordon, Chairman & 
President of the Canadian National 
Railways, has expressed his company’s 
willingness to build branch lines into 
undeveloped areas, but points out that 
“no railway in the world” would be 
interested in rash construction to serve 
industrial sites that might prove to be 
temporary. 

In an address to the Vancouver 
Board of Trade on the “growing pains” 
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associated with economic development, 
he expressed the view that the 580 miles 
of branch line built by the C.N.R. since 
the war were unequalled by any other 
railway in the western world. A traffic 
guarantee by industries wanting branch 
lines was one form of insurance for the 
railway. The C.N.R. would only accept 
a business risk on its own responsibility 
if a particular area promised foresee- 
able railway traffic of sufficient volume. 
If a normally unjustifiable line presented 
potential value as a stimulant for 
economic growth, the railway might 
well invite the Government to consider 
financial assistance. 

The C.N.R., he added, produced 
information that would assist industry 
to locate at appropriate points within 
reach of existing railway lines. For 
many years it had encouraged industrial 
establishment through advice on fac- 
tory sites and other problems and pro- 
vided private siding facilities. One 
example of railway research resulting 
in successful industrial development had 
been utilisation of Lulu Island, near 
Vancouver, for plant sites. Before 
research by the C.N.R. the area had 
been thought industrially useless. 


FRANCE 
Training of District Traffic Officers 


In recent years the S.N.C.F. has been 
developing the system of _ district 
“agents” (chefs d’agence) responsible 
for both commercial and operating 
matters within their districts. This is 
in replacement of the system of separate 
district operating and commercial 
officers. 

To enable prospective chefs d’agence 
to be trained in their dual responsibili- 
ties, the S.N.C.F. has set up an 
advanced traffic study centre in Paris, 
where each year 24 selected officials 
attend a course covering general train- 
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ing, Organisation, transport methods 
(including road transport), and sales- 
manship. From 1955 until recently 
courses were held in a railway building 
at Viroflay; as from the beginning of the 
current year the course is being held at 
the Chateau de Louvres (Seine-et-Oise). 


Market Station at Strasbourg 


The inauguration will take place 
shortly at Strasbourg of a road- and 
rail-served market station, covering an 
area of nearly 30 acres and handling 
70,000 tonnes of fruit and vegetables a 
year, with an anticipated reduction of 
10 per cent in the price of the produce 
handled. The layout will allow of pur- 
chase and sale of fruit and vegetables 
in optimum conditions, and distribution 
by rail and road direct to retailers 
throughout France. 


Rail-Road Co-ordination 


The Minister of Public Works & 
Transport is expected to promulgate 
decrees in the near future dealing with 
the co-ordination of rail and road 
freight transport. A National Road 
Committee is to be set up, which will 
have as its principal functions the 
supervision of the road haulage industry 
and the establishment of a national 
basis for road haulage charges. 

Regional Committees for Rates ,Co- 
ordination and the National Council 
for Rates Co-ordination will deal with 
rail and road questions. The regional 
committees will be under the chairman- 
ship of a representative of the local 
roads authority and will have equal 
S.N.C.F. and road haulage membership. 
Membership of the National Council 
will also be equally from rail and road, 
and will be under the chairmanship of 
a State roads official. The regional 
committees will put forward for 
approval to the National Council pro- 
posals for road haulage rates’ scales 
covering their respective areas. 








Publications Received 


The Locomotives of the Great Western 
Railway. Part Three: Absorbed 
Engines, 1854-1921. Published by the 
Railway Correspondence & Travel 
Society, and obtainable from its Hon. 
Publications Officer, Mr. R. M. Tom- 
kins, 96, Kenilworth Drive, Croxley 
Green, Rickmansworth, Herts. 8 in. x 
6in. 101 pp. + 59 pp. plates and a fold- 
ing map of the railways absorbed by 
the G.W.R. from 1854 to 1921. Paper 
covers. Price 15s.—This is the seventh 
of the twelve-part history of the loco- 
motives of the G.W.R. being published 
by the R.C.T.S. to appear. The princi- 
pal author is Mr. P. J. T. Reed. The 
book covers the locomotives absorbed 
by the G.W.R. from 1854 (when the 
Shrewsbury & Birmingham and the 
Shrewsbury & Chester Railway were 
taken over) to 1921, just before the 
grouping, and the locomotives of over 
30 separate companies are recorded. 
The mass of detail is supplemented by 
200 illustrations, and a frontispiece in 


colour depicts a 2-2-2 locomotive built 
for the Oxford, Worcester & Wolver- 
hampton Railway in 1856. 


Bearing Symbols.—To enable designers 
and those engaged in servicing work to 
identify a competitive make of bearing, 
and to give the necessary guidance to 
replace with the correct Hoffman 
equivalent, a booklet has been issuied 
by the Hoffman Manufacturing Co. 
Ltd., Chelmsford, entitled ‘“* Bearing 
Symbols with Hoffmann Equivalents.” 
The information is set out in table 
form, and includes bearing number or 
symbol, maker, and Hoffmann desig- 
nation. 


Holidaymaking, 1957—The 56-page 
fully illustrated programme issued free 
by Thos. Cook & Son Limited, and 
Dean & Dawson Limited, contains a 
wide choice of holidays on the Con- 
tinent of Europe, on some Mediter- 
ranean islands—including Malta—and 
in Madeira. Reference is made to the 
tours now possible in U.S.S.R. The 


attractive Italian Adriatic resorts 
featured are relatively unknown to 
British visitors. The introduction 
mentions the comfort of first class rail- 
way travel, obtainable for moderate 
supplements over the second class fares. 


Diaries and Calendars for 1957—We 
have received diaries for 1957 from the 
Portuguese Railways and the Malayan 
Railway, and a calendar from the 
Japanese National Railways. The Por- 
tuguese diary has a page for each week, 
and the entry pages are faced by fine 
full-page sepia photographs by well- 
known Portuguese photographers. The 
Malayan diary also gives a page to a 
week, but in this case the facing pages 
give information about railway facili- 
ties for visiting Malayan resorts and 
other places of interest, with short des- 
criptions of the places concerned. These 
are interspersed with photographs and 
announcements of general railway 
facilities. The Japanese calendar has 
scenes of Japanese life and is attrac- 
tively produced in full colour, 


ITTLE information is available in 
print concerning the practices 
adopted in different countries in respect 
of payments by the respective govern- 
ments for the carriage of mails by the 
railways. A talk before one of the 
Regional Shippers Advisory Boards 
late last year by the Director of the 
Railway Mail Transportation Division, 
Association of American Railroads, 
describing something of the railways 
obligation to transport mail, set out 
many facts. The main features of this 
short address are summarised below. 
Up to 1916, the transport of United 
States mail by rail was on a voluntary 
basis, but the Railway Mail Pay Act 
of that year changed it to a mandatory 
basis, as it required every railway to 
transport on any train operated such 
mails as might be offered under such 
conditions and with such service as 
might be prescribed by the Postmaster 
General. Failure or refusal to comply 
involves a fine of $1,000, each day 
being regarded as a separate offence. 


Railways’ Obligations as to Cars 

The (Federal) Railway Mail Service 
demands a high standard of rolling 
stock, with stipulations covering con- 
struction, style, length, and _ other 
characteristics of mail cars to meet the 
Postmaster General’s requirements and 
the cars must be fitted up, maintained, 
heated, lighted, and cleaned at the 
expense of the railway companies. In 
addition, every mail-carrying railway 
must carry, free of charge, on any 
train it operates, the person in charge 
of the mails and any agents of the Post 
Office Department while travelling on 
official business. 

Payments by the Post Office Depart- 
ment to the railways cover many items 
as well as the actual carriage of mails; 
thus, when the mails are handed over 
at terminal or other stations the rail- 
way staff—not Post Office employees— 
sort the sacks and parcels. The total 
of such railway staffs is large and has 
the use of large quantities of handling 
equipment, such as tractors and four- 
wheel trailers. Railway employees 
making use of considerable space on 
railway property undertake much sort- 
ting work at junction and other stations 
where mailbags have to be transferred 
from train to train. In recent years, 
elaborate conveyor-belt systems have 
been installed where the traffic is suffi- 
ciently heavy and regular as to warrant 
such capital expenditure. Railway staff 
work on regular passenger train runs for 
the purpose of loading and unloading 
mails en route at intermediate stations, 
and they are required to maintain the 
separation of mails as required by the 
Post Office Department. Under Ameri- 
can conditions where no station staff 
may be available when the stop is made, 
the train crew is required to place the 
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Transport of Mails in the U.S.A. 


Statutory obligations of railway companies 


(By a correspondent) 


Interior of typical postal car constructed to Railway 
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Mail Service 


specifications ; this particular vehicle was built some 30 years ago for the 
Louisville & Nashville Railroad 


mail offloaded from the train in locked 
boxes, whence it can be picked up in 
due course by Post Office employees. 


Loading Periods 


It is a U.S. Post Office requirement 
that the railways shall provide sufficient 
staff, space, platform accommodation, 
and handling equipment to ensure that 
the mails are handied promptly at all 
times, even though this may involve 
much idle time during intervals between 
trains. The obligation to sort mails 
efficiently means that the railway staff 
concerned must have an_ extensive 
knowledge of Post Office locations in 
a number of States. In many cases 
post office cars must be placed for load- 
ing long in advance of train departure 
time; in certain instances this period is 
stated to be as much as 74 hr. to ensure 
that railway mail clerks can undertake 
advance sorting, which is termed “distri- 
bution,” and during this period the cars 
must be lighted and, if necessary, 
heated. In some cases this period of 
“advance distribution” is two to three 
times the time required for the train’s 
run to destination. 

Mr. Herbert B. Brand, who gave the 
address referred to above at Davenport, 
Iowa, stressed the difference between 
these facilities required to be given by the 
railways, and the services customarily 
offered by airways and road transport 
when mails are despatched by air or by 
road. Clearly no aircraft could be 
held on the ground ahead of a 
scheduled run for lengthy periods in 
order to provide “advance distribution” 
of mails. Thus Post Office payments to 
the railways cover far more than mere 


movement between any two stations. 

The Interstate Commerce Commis- 
sion is the body which fixes the rates 
which the railways charge for the 
handling of Government mail and, after 
an increase in such rates in 1928, there 
was no further rise until 1949, when an 
interim increase was granted. A further 
considerable rise took place in 1951, 
though views were expressed at that 
time that the increased level of rates 
granted would probably not be suffi- 
cient to cover the cost of the services 
rendered, plus a return on investment. 
The rate paid is based on the linear 
feet of space required by the Post Office 
Department, multiplied by a rate per 
mile plus a loading and unloading 
charge. As a result of the 1951 increase, 
the Post Office began to encourage the 
submission of bids from road hauliers 
on selected routes of high traffic density, 
and there has been considerable diver- 
sion from the railways. Despite a 
further 10 per cent increase in the rates 
paid to the railways in 1954, the global 
amount paid to the railways fell from 
about $330 million in 1951 to only 
$287 million in 1955. 

Certain figures made public early in 
1957 by the Interstate Commerce Com- 
mission supplement the information 
given in Mr. Brand’s address, for they 
show, by category of carrier, the make 
up of the expenditures for the last 
six fiscal years in respect of the move- 
ment of mail. The railway figure is 
shown as nearly $289 million for 1956, 
compared with $35 million for domestic 
air mail, $154 million for international 
air mail service, and some $60 million 
for various categories of road transport, 
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French Railways Tunnel-Gauging Apparatus 


Continuous graph of tunnel profiles produced by pens 
worked automatically by roller-fitted feeler-arms 


a eee 
on yah oe of 


Castan apparatus showing feeler-arms 


THE French National Railways, early 

last year, placed in service a 
second apparatus for measuring tunnel 
contours. This is known as a “ Palpeur- 
mesureur Castan” or Castan “ feeler- 
measurer”’ apparatus. The general 
principle of the new apparatus remains 
the same as that used in the original 
model, which has been in use since 
1940, but there have been some improve- 
ment in details and the dimensions are 
larger. The apparatus has a number 
of rollers carried at the ends of a series 
of arms. These roll along the tunnel 
walls as the apparatus moves along the 
track and their undulations are used to 
influence pens which register the varia- 
tions on a continuous moving paper 
band. This is a principle not previously 
used for this work. 

In our issue of April 2. 1954, a 
description was given of a “clearance 
car’ used by the Pennsylvania Railroad 
for measuring tunnel profiles and the 
clearance of lineside structures. This 
car also uses feelers, or antennae, but 
they are used with the train standing 
still, and it is necessary to read the 
position of each feeler on a scale inside 
the car when each profile is taken. The 
result is a series of graphs of isolated 
profiles. In Germanv. a system of 
sliding rules is used which enables iso- 
lated profiles to be read rapidly, and 
the Eastern Region of British Railways 
has developed an apparatus using a 
single telescopic arm which allows clear- 
ances to he established with some speed. 
The British Railways avparatus was 
described in our issue of October 22. 
1954, 

The Castan apparatus does more than 
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extended and arrangement of floodlights 


establish isolated profiles. It registers 
the profile for the entire length of a 
tunnel, bridge, or other obstacle, and 
by inspection of the graphs the narrow 
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sections of tunnels, low or narrow por- 
tions of arches, projecting points of 
rock, or structures too near the line 
can be recognised at once. The profiles 
concerned are produced on the graph 
on a scale of 1:10 in relation to the 
movement of the rollers on the walls 
of tunnels or over the surface of other 
structures. 

The basis of the apparatus is a two- 
axle wagon on which is mounted an 
arrangement of three frames carrying 
the feeler-arms. It also mounts a cabin 
which houses the registering apparatus. 
The wagon measures 24 ft. 7 in. over 
buffers and is 9 ft. 4 in. in width. It 
has a strongly-braced rigid frame. The 
axles are capable of being extended 
during operations to ensure that the 
wheel flanges are pressed firmly against 
the rails to avoid any side movements 
of the wagon on the track. The sliding 
arrangement is applied to the rail on 
the left, looking in the direction of for- 
ward movement of the vehicle. When 
operations have been completed, a key- 
ing system enables the wheels to be 
locked at the normal gauge for travel- 
ling purposes. 

The floor of the wagon is carried by 
the axles through spiral springs fitted 
between guards. The springing can be 
completely suppressed by a_ screw 
apparatus during operations so that the 
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Recording apparatus showing pens, guides, and paper cylinders 


platform is carried at a fixed distance 
of one metre above the plane of the 
track. The springing is restored when 
work is completed and the wagon can 
then be allowed to travel at an average 
speed of 25 m.p.h. The _ positions 
adopted for the spindles carrying the 
obstacle-measuring apparatus are well 
clear of the track. 
Feeler-Arms 

The three frames, on which are 
hinged 31 feeler-arms, constitute a rigid 
metal structure which represents the 
gauge limit of the apparatus itself. This 
contour is inscribed within the mini- 
mum gauge used by the S.N.C.F. with 
a horizontal margin of 5 cm. and a 
vertical margin of 3 cm. As this mini- 
mum gauge is smaller than that for 
“transit vehicles”—the international 
gauge—the apparatus can circulate any- 
where on lines open for vehicles used 
for cross-frontier trains. The 31 feeler- 
arms are divided between the three sides 
of the frame in a manner which assures 
that they will function whatever the 
degree to which they are pressed down 
bv the obstacles encountered. The first 
?5 arms cover a zone which suffices for 
the largest gauge used in studies for 
electrification and have a margin of 
5 cm. laterally beyond that required 
for metal bridges. The six other arms 
in the working zone are intended to 
supplement the number of contact 
points where serrated arches are 
encountered 

Each feeler-arm consists in essence of 
a hollow metal box. a roller. and a cam 
mounted on a crossbar. These three 
elements are firmly connected. The 
whole which is in parallepived 
form. is reinforced by cover plates and 
the corners are also reinforced to keep 
them in shane. At one end is a shock- 
resisting roller in lisht alloy with a hard 
steel rim. The roller is mounted on a 
steel axle and is assembled so that it is 


box. 


held by the end of the box between two 
shallow bowls containing ball races. 

The other end of the box, which has 
a light-alloy crossbar, carries the cam 
and is attached to the frame by a ball- 
bearing mounting. The cam is a most 
important piece of apparatus as it trans- 
mits the measurements taken of the 
obstacles. Its movement is a function 
of the length of the arms. It is made 
of hard steel with a cemented edge. 
When an arm encounters an obstacle it 
rotates about its pivot as it is pressed 
down, being held in contact with the 
surface of the obstacle by springs. As 
it moves, the cam moves with it. 

The cam in turn transfers the move- 
ment to the recording pen on a scale of 
1:10. This process gives the distance of 
the obstacle in relation to the fixed parts 
of the apparatus. 

The remainder of the apparatus trans- 
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mits the measurements taken by the 
cams to the recording apparatus. For 
that purpose, the cam carries a steel 
roller mounted in ball-bearings on a 
slide lying in a grooved pad. This js 
maintained in constant contact with the 
cam by a coil spring. To the roller is 
attached a Bowden cable. The cable 
is guided by pulleys and leads to the 
recording apparatus. For movement of 
the wagon when not working, the arms 
are folded inside the frames and held 
in place by locking points provided on 
the cams. 


Recording Machinery 


The recording apparatus has 47 pens, 
including 16 which are fixed and which 
trace the parallel reference lines. The 
remaining 31 pens are _ connected 
through a pen-carrying apparatus to the 
31 cables, one to each arm. The pens 
mark on a metal table measuring 
2 ft. 6 in. and 1 ft. 84 in. They are 
guided by rules and leave a track in 
the direction of movement of the paper 
over the table. The paper, 2 ft. wide, 
is moved by mechanism worked from 
the front axle. It moves at either 2 mm. 
or 5 mm. per metre of track covered by 
the vehicle. 

The recording apparatus is enclosed 
in a glass and metal cabin measuring 
9 ft. 4 in. x 6 ft. 6 in. This has wood 
cladding and is insulated by glass wool 
to give protection to the operators from 
bad weather and to prevent the ink 
from freezing. As the apparatus is 
used principally in the mountains this 
precaution is essential. 

This second Castan apparatus has 
been in service less than a year but has 
already dealt with 80 tunnels and 
covered some 5,000 miles of track. It 
has also measured some 300 bridges. 
The original Castan apparatus has run 
some 50,000 miles in France and -in 
Luxembourg, Germany, and Austria, 
and has measured more than 2,000 
tunnels. After some reconstruction, par- 
ticularly of the feeler-arms, it will be 
ready for further service. 


Apparatus at work in a tunnel with feeler-arms pressed down by the walls 
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Mechanised Wagon Reporting and Accounting 


Automatic 


telephone and 


telegraph 


equipment on New York Central System 





New York Service Bureau, showing control board console in the rear, with 

(left) incoming and (right) outgoing teletype machines and (centre) 14 receiving 

only typing reperforators which produce tape for automatically producing 
IBM punched cards 


FTER studying wagon reporting 

systems on other railroads, the New 
York Central System set up a comprehen- 
sive plan for a new scheme. The major 
objectives of the plan were: (1) to 
improve marshalling yard efficiency, 
expedite classification and advance train 
departures; (2) to facilitate and improve 
wagon distribution and use of all 
freight train motive power and rolling 
stock; (3) to minimise or eliminate ran- 
dom tracing of individual wagons by 
automatically providing complete and 
current “ passing ” reports on all loaded 
wagons and special empties to all traffic 
and transportation offices, and to 
promptly advise consignors and con- 
signees of bad order wagons delayed 
and their probable forwarding; (4) to 
eliminate manual preparation of reports 
such as the composition of trains, and 
wagon interchange reports, and to 
mechanise further the system-wide 
wagon accounting methods and pro- 
cedures at the Buffalo Bureau; and (5) 
to provide a basis for special traffic 
analyses. 


Traffic Flows 


The New York Central lines gather 
in traffic through major transfer points 
at Chicago, St. Louis, and Cincinnati, 
enlarge the flow through many other 
connections, and with traffic originating 
in such States as Indiana, Michigan, 
and Ohio, channel it eastwards, with 
peak concentration in the Mohawk 
valley, then fanning out through New 
York and into New England. 


Daily, including Sundays, the rail- 
way accepts about 12,000 wagonloads, 
half of them loaded by industries on 
New York Central, and the other half 
made over by connecting railways. On 
a typical day over 30,000 revenue 
wagonloads move in trains and through 
yards en route; in addition, there are 
over 1,000 wagons handling railway 
materials and supplies. Associated with 
the continuous movement of at least 
30,000 loaded wagons is the distribution 
or return marking of more than 
20,000 empties. It is these 50,000 wagons 
whose movement must be reported by 
yards so that their operation may be 
controlled. 


Reporting of Trains 

The movement of wagons in trains 
is the basis of reporting. As trains 
move from yard to yard, the com- 
munications network is based on yards, 
and for control and processing the 
movement data there are four district 
service bureaux, one for each of four 
districts. Many of the wagons during 
a 24-hr. period move in more than 
one train and through two or more 
yards. This means that the 50,000 
wagons under surveillance will require 
about 70,000 wagon movement reports 
daily. 

Each service bureau acts as a switch- 
ing centre for teletype circuits from 
the yards in its district. A total of 
67 yards and four service bureaux com- 
prise the wagon reporting system, and 
any one of the 67 mechanised yards can 


readily communicate with any other 
mechanised yard or any service bureau. 

Duplex circuits (i.e. simultaneous 
sending and receiving) connect yards to 
their respective service bureaux, and the 
bureaux to each other. Seven major 
classification yards on the railway have 
direct circuits to their service bureaux, 
and the remaining 60 yards share 
circuits. 

Any yard can send details of the com- 
position (“consists”) of trains to 
any other yard or combination. 
of yards, and the consists are re- 
layed automatically at the service 
bureaux. All consists for transmission 
are prepared on punched tapes. By 
using teletype characters, the consists 
are coded so that the switching equip- 
ment at the service bureaux auto- 
matically makes the proper connections 
for relaying. The consist is received 
at the next yard en route and repro- 
duced in both printed page and punched 
tape form. The yard will use the 
printed consist to plan switching and 
servicing in advance of the arrival of 
the train. 


Punched Cards 

The tape is then run through an 
International Business Machine tape to 
card machine, which automatically 
produces punched cards identical to the 
cards used at the sending yard, to 
originate the cycle. After the train 
arrives at the receiving yard, the arrival 
date and time is automaticaYy punched 
into each card. In this manner the 
cycle is perpetuated. 

Cards are manually punched and veri- 
fied only once, when the wagon reaches 
the first mechanised yard. Thereafter 
the cards are automatically re-generated 
and the deck of cards needs revision 
only for adjustments, to provide for 
wagons picked up or set down between 
mechanised terminals. At each terminal 
the passing of any one wagon is 
reported and recorded at the bureau 
for ready reference to answer any pos- 
sible inquiry. Several yard arrivals 
and departures may be recorded for the 
same wagon each day, but only the 
latest record is machine-selected and 
printed in the daily passing report of 
the bureau concerned. 

From the information on the tapes 
the bureau now manually prepares a 
train register, and then, using I.B.M. 
apparatus, the tapes are automatically 
converted into punched cards at each of 
the district bureaux. All cards for the 
same train are punched together to 
show train description, originating yard, 
destination, time, and date. Many 
thousands of cards are accumulated and 
progressively sorted each day in wagon 
number sequence using an I.B.M. high- 
speed sorter, and placed in trays in 
numerical order for quick location in 
answering telephoned tracing inquiries. 
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These cards are further processed 
through an I.B.M. accounting machine, 
and the last record of each card is 
printed on a Duplimat Master at the 
rate of 150 records a minute. Then, 
using a special type of Miultilith 
machine which prints both sides of the 
sheet simultaneously, the daily passing 
report is printed. This report is then 
sent to reach about 100 of the New 
York Central goods offices throughout 
the country by next morning. 

Besides reporting the wagons moving 
in trains, the passing report also shows 
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interchange deliveries to connections, 
non-runner wagons on hand by loca- 
tions, consignment notes on hand with- 
out wagons and vice versa, and loaded 
wagons on hand not dealt with at yards 
by about noon each day. The passing 
report is, in effect, a district record of 
wagons in movement on the railway. 
It is used by staff to accelerate move- 
ment, to minimise yard delays to 
wagons, and to keep all wagons moving 
to schedule. 

One of the handicaps to effective 
operation hitherto is stated by the 
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management of the New York Central 
System to have been the lack of con- 
tinuous information on the movement 
of individual wagons as they travel 
over the System, and are shunted in 
yards from train to train. The new 
mechanised wagon reporting system is 
claimed to be the answer to this 
problem. 

We are indebted to Mr. W. H. Leahy, 
Director of Car Reporting, New York 
Central System, for the information 
contained in this article and for the 
illustration reproduced. 








Radio Telephony Installation at Wath 


Rapid communication will speed shunting and 


TT WO-wAy V.H.F. radio equipment 
has been installed in the marshal- 
ling yard at Wath, Eastern Region.. The 
equipment improves control over shunt- 
ing movements, allows the drivers of the 
shunting locomotives to receive more 
positive instructions than previously, 
and enables shunting efficiency to be 
maintained under adverse weather con- 
ditions. 

Short wave radio telephony has, 
therefore, been provided between the 
two hump point signal boxes controlling 
the A and B groups of sidings in the 
yard and the diesel shunting loco- 
motives. A separate frequency is used 
for each group of sidings. 

Both hump point signal boxes in the 


Hump signalman controlling shunting operations 


yard have been equipped with Marconi 
H.16H 10-W. V.H.F. fixed station 
transmitter/receivers specially modified 
to give a reduced output of 5-W. The 
station equipment operates on adjacent 
channels 100 kc/s apart. Communica- 
tion is maintained with the shunting 
locomotives which are equipped with 
5-W. type H.P. 112 mobile sets. These 
are fitted for two-channel operation so 
that any locomotive may have com- 
munication with either box. 


Special Features 


Special features of the equipment in- 
clude the use of horn type loudspeakers 
in the driving cabs and rotary converters 


Diesel shunting 


Marshalling Yard 


improve control 


to enable the mobile sets to operate 
from the locomotives’ 90-V. d.c. elec- 
tricity supply, without using inter- 
mediate batteries. 

Trains arriving at Wath are propelled 
to the top of the hump by shunting 
locomotives, where the wagons are 
sorted into outgoing trains by gravita- 
ting down the hump into the various 
sidings according to destination. 

The V.H.F. radio equipment at Wath 
yard comprising two modified H.16H 
10-W. transmitter/receivers and _ five 
type HP.112 5-W. mobile sets, was sup- 
plied and installed by Marconi’s Wire- 
less Telegraph Co. Ltd., under the 
general direction of Mr. R. A. Green, 
Signal Engineer, Eastern Region. 


locomotive driver receiving instructions 
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British Timken Railway Wagon Bearing Unit 


New two-part assembly now in use on British Railways represents simpler 
and cheaper production ; 


The new bearing unit 


A NEW railway wagon bearing unit 
designed by British Timken Limi- 
ted and jointly manufactured by that 
company and British Railways is now 
in use on railway freight vehicles in 
this country. Installation of the units is 
to be increased: following successful 


rx ie 


ee a 


in position on wagon 


prototype tests and satisfactory operat- 
ing experience, an additional 80,000 
are on order. 

The new design—for which British 
Timken Limited has applied for 
patents—constitutes a two-part assem- 
bly which completely replaces the con- 
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Wagon bearing unit on wheelsets 


‘spring seat and guide faces. 


wear is decreased, and liner renewal made easier 


ventional roller-bearing axlebox. Its 
principle is the incorporation in two 
separate, easily-made parts of those 
working surfaces of an axlebox which, 
closely associated with the bearing, must 
be made to fine limits, and those, mainly 
associated with the vehicle, in the manu- 
facture of which much wider tolerances 
are permissible. 

Parts associated with the bearings in 
a conventional roller-bearing axlebox 
are the housing bore and end faces to- 
gether with related end covers, abut- 
ments, etc. Those associated with the 
vehicle are the spring seat and guide 
faces. 


Two-Piece Assembly 


The new British Timken design effects 
the separation of these two groups of 
surfaces by mounting the bearings in a 
cylindrical carrier. To this, appropri- 
ately-designed end covers are fitted. 
The whole is received by a “ U ”-shaped, 
saddle-like component incorporating 
Diametri- 
cally-opposed flats machined on the 
bearing carrier prevent turning after 
positioning in the saddle-piece; flanges 
on the saddle-piece, while preventing 
endwise movement, do not impede the 
downward removal, as required, of the 
cup carrier. 

Components of the new unit corre- 
spond to those of a conventional axle- 
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box assembly. Steel end covers are 
pressed into the carrier and their 
emergence prevented by a simple re- 
taining device. The outboard end cover 
is provided with an inspection plate 
secured by four studs. Lubrication is 
by grease, enclosure of which is ensured 
by the type of labyrinth seal adopted 
as standard on British Timken axle- 
boxes for many years. Re-greasing is 
carried out through filling holes which 
are normally closed with plugs. 

Machining is carried out on the out- 
side diameter of the bearing carrier and 
the guide surfaces of the saddle-piece. 
The inner surfaces of the saddle-piece 
—the nest of the carrier—are left com- 
pletely unmachined. 

Since the bearing carrier is reversible, 
the two diametrically-opposed segments 
of the stationary cup track may be 
placed alternately in the load zone. 


Economical Production 


Production of the new assembly is 
much simpler, and therefore much more 
economical, than that of a conventional 
axlebox. The  saddle-piece with 
machined guide faces can be readily 
manufactured, either as a forging or 
as a casting, by the _ rolling-stock 
builder using general-purpose plant. The 
relatively light and simple properties 
of the bearing carrier permit easy pro- 
duction in large quantities by the 
bearing maker without the use of 
specialised machinery. All components 
associated with the bearing carrier such 
as the end covers can be inexpensively 
produced as pressings. 

Normal service wear is confined to 
the axle guard grooves of the horseshoe 
adapter. These are linered, and the 
liners can be renewed without interfer- 
ing with the wagon bearing unit. 


Below: Mounting horseshoe adapter on 
wagon bearing unit 
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Wagon bearing unit components 








1—Enclosure 6—Name plate 
2—Front cover 7—Locking plate 
3—Abutment piece 8—Inspection plate 
4—Cupholder 9—Flinger 

5—Tab washer 10—Retention bolts 


Above: Diagram showing components 
in the assembly 








STEAMER RESERVATION TICKETS FOR STRAN- 
RAER-LARNE SERVICE.—The Scottish Region 
has announced that steamer reservation 
tickets will be required for travel to Ireland 
by the 5.45 p.m. sailing from Stranraer to 
Larne on July 12, and July 13, 20 & 27. 
and August 3; also for travel by the 7 a.m. 
sailing on Saturday, July 13 & 27, and 
Augusi 3, and the 2 p.m. sailing on Satur- 
day, July 13. For journeys from Ireland 
reservation tickets will be required for 
travel by the 9 a.m. sailing from Larne to 
Stranraer on July 6, 13 & 27, and August 
10, 17 & 24. Steamer reservation tickets, 
which will be issued without charge, are 
now available on application to the Dis- 
trict Marine Manager, British Railways, 
Stranraer Harbour, for journeys in both 
directions. A limited number of tickets 
will be obtainable on personal applica- 
tion and purchase of a travel ticket at 
St. Enoch Station, Glasgow. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. Jagjivan Ram has been appointed 
Minister for Transport & Railways, Govern- 
ment of India. 


Major-General G. N. Russell, C.B., 
C.B.E., head of the British Road Services 
Division, has been appointed a member 
of the Eastern Area Board of the British 
Transport Commission. 


Mr. L. C. Gardner 


General Manager, Gold Coast Railway, 


1955-57 


Mr. L. C. Gardner, A.M.I.Mech.E., 
A.M.I.Loco.E., General Manager, Gold 
Coast Railway, who, as recorded in our 
January 4 issue, has relinquished that 
position, was born in Jamaica in 1903 and 
educated by private tuition and at Calaban 
High School, Jamaica. He received railway 
training with the United Railways of Havana, 
Cuba, and, in 1929, joined the Jamaica 
Government Railway. With that system 
he served first in the drawing office and 
subsequently on various civil and mechanical 
engineering projects, becoming Works Mana- 
ger in 1942 and Chief Mechanical Engineer 
in 1945. He was awarded an honorarium 
for special development work carried out in 
the railway workshops and twice visited the 
United States. He served on various boards 
in Jamaica and supervised the introduction 
in 1946 of the programme for the conversion 
of coal-fire locomotivss to burn oil fuel. He 
joined the Gold Coast Railway in 1950 
as Chief Mechanical Engineer, and was 
a General Manager of the system 
in ; 


Mr. Harold Francis Philip Plumridge, 
who, as recorded in our January 4 issue, 
takes up the appointment of General Mana- 
ger of Gold Coast Railway & Harbours 
Administration in March this year, was 
born in 1905 and educated at Castle Hill, 
Ealing, Ealing County School, and the 
London School of Economics. Mr. Plum- 
ridge began his railway career in 1936 with 
the Nigerian Railway as Assistant Accoun- 
tant. In 1939 he was appointed Adminis- 


a member of the Transport Committees of 
those bodies. He was also a member of the 
Transport Committees of the Mining Asso- 
ciation and the Federation of British Indus- 
tries and a founder member of the Traders’ 
Co-ordinating Committee on Transport. 
For 19 years he was Chairman of the 
Traders’ Traffic Conference and a Fellow 
of the Industrial Transport Association and 
he has given evidence in the past of many 
aspects of transport before the Railway & 


Mr. H. F. P. Plumridge 


Appointea General Manager, Gold Coast 
Railway & Harbours Administration 


trative Assistant in the General Manager’s 
office, and, in 1940, Administrative Assistant 
Grade I. During this period he acted on 
various occasions as Principal Assistant to 
the General Manager. He was appointed 
Principal Assistant (Staff & Organisation) 
in 1948, and Assistant General Manager 
(Staff & Organisation), the position he has 
just vacated, in 1950. 


Mr. A. E. Poole has been appointed Freight 
Agent, Liverpool, Canadian Pacific Railway, 
succeeding Mr. H. McBride, whose promo- 
tion was recorded in our February 8 issue. 


We regret to record the death, at the age 
of 76, of Mr. H. Currington, who, for 45 
years up to his retirement in December, 
1949, was Transport Manager of the Sheep- 
bridge Co. Ltd. Mr. Currington joined the 
company in 1905. After the Railway Act 
of 1921 he was appointed Transport Con- 
sultant to the Midland Counties Colliery 
Owners Association and to the South 
Yorkshire Coal Trade Association and was 


Canal Commission, the Rates Advisory 
Committee, the Railway Rates Tribunal, 
and the Board of Trade. 


Mr. Dennis Eyre has been appointed 
Road Transport Superintendent, East African 
Railways & Harbours Road Services, 
Tanganyika, with headquarters at Iringa. 
Mr. Eyre goes to East Africa from Trinidad 
where he has been General Manager of the 
railways since 1949. He was educated in 
Sheffield, England, and attended the Uni- 
versity there for two years. In 1929 he 
joined the Sheffield Transport Department 
and became Traffic Assistant where his 
responsibilities included the supervision of 
650 tramcars and 350 omnibuses. In 1939 
he was appointed Traffic Superintendent of 
the Trinidad Electricity Board. He sub- 
sequently transferred tu the Trinidad Govern- 
ment Railways in 1945 as Assistant Operating 
Superintendent, was promoted to be Oper- 
ating Superintendent in September, 1945, and 
became General Manager in October, 1949. 
His new appointment dates from January. 





Mr. J. W. J. Webb 


Appointed Regional Accountant, 
Western Region 


Mr. J. W. J. Webb, B.Com. (London), 
M.Inst.T., who, as recorded in our February 
15 issue, has been appointed Regional 
Accountant, Western Region, British Rail- 
ways, entered the service of the G.W.R. in 
the Traffic Department at King’s Sutton in 
December, 1919. A few months later he 
transferred to the office of the Chief 
Accountant at Paddington, where, in 1925, he 
was selected for special training in the traffic, 
goods, motive power, road transport, and 
docks departments. In 1929 he returned to 
the Chief Accountant’s Office, where for the 
next few years he was engaged on work con- 
nected with inter-company arrangements. 
This included co-ordination and pooling 
matters, and, in particular, the London 
Passenger Pooling Scheme set up under the 
1933 Act. In 1939 he was appointed 
Assistant in the Chief Accountant’s office and, 
the following year, became Assistant to the 
Chief Accountant. He was a member of a 
number of Committees dealing with matters 
arising out of Government control, including 
the fixation of flat rates for Government 
traffic. In 1949 Mr. Webb transferred to 
Railway Executive headquarters as Expendi- 
ture Assistant to the Chief Financial Officer, 
becoming Assistant Chief Financial Officer 
in 1950. He was closely associated with the 
accounting changes arising out of nationalisa- 
tion. Mr. Webb was appointed Accountant 
to the Southern Region, the position he now 
vacates, in September, 1953. He is a 
director of several omnibus companies and 
of the Channel Tunnel Co. Ltd. 


We regret to record the death on February 
25 of Dr. Werner Hilpert, Member of the 
Executive Board of the German Federal 
Railway. 


Mr. Hugh R. Byers, Special Director & 
Sales Manager of William Beardmore & 
Co. Ltd., has been appointed a director of 
that company. 


Mr.N. C. Kapoor, General Manager; of the 
South Eastern Railway of India, retired on 
December 20, 1956. He has been succeeded 
by Mr. A. K. Basu, tormerly General 
Manager of the Eastern Railway of India. 
Mr. Basu has recently been a member of the 
Railway Freight Structure Inquiry Commit- 
tee. 
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Mr. L. Reeves 


Carriage & Wagon Engineer, 
E. & N.E. Regions 


Mr. L. Reeves, M.I.Mech.E., M.I.Loco.E., 
Carriage & Wagon Engineer, Eastern & 
North. Eastern Regions, British Railways, 
who, as recorded in our February 1 issue, 
retired on January 26, has completed 49 
years of service. He began his railway 
career on the former Great Eastern Railway 
in 1908 and, after studying at the Great 
Eastern Railway Institute, obtained a Direc- 
tors Scholarship at the East London College 
of London University. He subsequently 
gained experience in various positions at 
Stratford and, in 1930, became Assistant to 
the Locomotive Works Manager. Three 
years later he was appointed Assistant Loco- 
motive Works Manager, Darlington, and, in 
1941, Locomotive Works Manager. Mr. 
Reeves was appointed Mechanical Engineer, 
Scotland, L.N.E.R., in May, 1942, and, three 
years later, moved to Doncaster as Mechani- 
cal Engineer. In 1950 he became Assistant 
Carriage & Wagon Engineer, Doncaster, 
Eastern & North Eastern Regions, and, three 
years later, was appointed Carriage & Wagon 
Engineer, the position from which he has 
now retired. 


Mr. W. H. Rogers has been appointed 
Industrial Sales Manager of British Oxygen 
Gases Limited. 


Tecalemit Limited of Plymouth announce 
the appointment of Mr. R. F. Brooker as 
General Sales Manager. 


Mr. Graham Cooke has been appointed 
Advertising & Publicity Director of the 
Solartron Electronic Group Limited, having 
been elected a director of Solartron Labora- 
tory Instruments Limited. 


Mr. A. O. Ahlquist has been appointed 
Assistant Sales Manager, Mechanical De- 
partment, Méetropolitan-Vickers Electrical 
Co. Ltd., and Mr. N. J. Austin becomes 
Assistant to Sales Manager, Mechanical 
Department. 


His Grace The Duke of Northumberland 
has "been elected President of the Institute 
of General Managers. Vice-Presidents are 
the Rt. Hon. The Viscount Cobham, T.D., 
Governor-General designate of New Zea- 
land, Sir Rupert de la Bére, Bart., K.C.V.O., 
and His Grace The Duke of Rutland. 
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Mr. A. G. Croxall 


District Commercial Manager, Peterborough, 
Eastern Region, 1955-57 


Mr. A. G. Croxall, District Commercial 
Manager, Peterborough, Eastern Region, 
British Railways, who, as recorded in our 
February 15 issue, retired on January 26 
after more than 52 years of service, has been 
responsible for the past 11 years for railway 
commercial interests in Peterborough. Mr. 
Croxall began his railway career in 1904 as 
a junior clerk in the London Goods Manager’s 
Office of the former Great Eastern Railway. 
He gained wide experience in commercial 
affairs in London and became Assistant to 
Goods Manager London (L.N.E.R.), in 
1936. Two years later he was appointed 
Assistant City Manager, London, and, in 
1946, District Goods & Passenger Manager, 
Peterborough. In 1950, this appointment 
was re-designated District Commercial Super- 
intendent and again in 1955 when Mr. Croxall 
became District Commercial Manager, Peter- 
borough, the position from which he has 
recently retired. 


Mr. J. E. B. Jefferson, who, as recorded 
in our February 22 issue, has been appointed 
Senior Assistant, Finance Department, 
British Transport Commission, was educated 
at the Polytechnic, Regent Street, London, 
and entered the service of the Great Western 
Railway in 1927, joining the staff of the 
Chief Accountant’s Office. He attended the 
London School of Economics and in 1937 
obtained the Brunel Medal. He was appoin- 
ted a special trainee in 1938 with special 
reference to revenue matters, and, in 1940, 
enlisted in the R.A.F., becoming a bomber 
navigator in the Pathfinder Group. He was 
twice awarded the D.F.C. and also mentioned 
in despatches, attaining the rank of Squadron- 
Leader. On demobilisation in 1946 Mr. 
Jefferson returned to the Great Western 
Railway and again became a special trainee. 
On formation of the Railway Executive in 
1948 he became Personal Assistant to the 
Chief Financial Officer’s Statistical Assistant 
in which capacity he served until 1949 when 
he was appointed Audit Assistant to the 
Director of Audit, British Transport Com- 
mission. 


We regret to record the death, in his 70th 
year, of Mr. Howard J. Ashby, Tyre Sales 
Manager for the South Region of the 
Dunlop Rubber Co. Ltd. until his retirement 
four years ago. 
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Mr. F. R. F. Broomhead 


Appointed Assistant to Chief Ports 
Manager, E.A.R. & H 


Mr. F. R. F. Broomhead, who, as recorded 
in our February 1 issue, has been appointed 
Assistant to the Chief Ports Manager, East 
African Railways & Harbours, Administra- 
tion, joined the service of the Kenya & 
Uganda Railways & Harbours in 1935. He 
had previously served for 14 years at 
sea with the British India Company and in 
the Royal Naval Reserve. Mr. Broomhead 
joined the Administration as a Tugmaster 
and was engaged on pilotage duties in 
Mombasa from 1939. He was promoted 
Harbourmaster in 1951, acted as Port 
Manager, Dar-es-Salaam, from 1953 to 1954, 
and returned to Mombasa as Senior Harbour- 
master before appointment as Port Manager, 
Dar-es-Salaam, in 1955. 


Mr. P. Fry, Export Manager of Docker 
Brothers, left this country on February 26 
on a tour of Central and East Africa. He 
will be away for about two months. 


Mr. F. Edwards, Commercial Manager for 
many years of Siemens & General Electric 
Railway Signal Co. Ltd., has been appointed 
Assistant General Manager of that company. 
Mr. F. G. Mitchell, Assistant Commercial 
Manager, becomes Commercial Manager. 


Mr. K. S. Peacock, Chairman & Managing 
Director of Guest Keen & Nettlefolds 
Limited, has joined the board of the Steel 
Company of Wales. Mr. David J. Young, 
Secretary & Comptroller of the Steel Com- 
pany of Wales, has also joined the board. 


Head Wrightson & Co. Ltd. announces 
that Mr. R. H. Sturges (Managing) and Mr. 
R. Purnell have been appointed to the board 
of Head Wrightson Teesdale Limited (for- 
merly the Engineering Division of Head 
Wrightson & Co. Ltd.). 


We regret to record the death on 
February 15 of Mr. John Levick, Chairman 
& Governing Director of John Levick 
Limited. 


Mr. W. P. Keith, M.V.O., Principal 
Assistant to the General Manager, British 
Transport Hotels & Catering Services, has 
retired. No appointment has been made 
to fill the vacancy caused by Mr. Keith’s 
retirement. 
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Mr. H. F. Bibby 


Appointed a Director, Metropolitan-Vickers 
Electrical Export Co. Ltd. 


Mr. H. F. Bibby, B.Sc.Tech., A.M.LE.E., 
A.M.I.Mech.E., Assistant General Manager, 
Metropolitan-Vickers Electrical Export Co. 
Ltd., who, as recorded in our February 1 
issue, has been appointed to the board of that 
company, first joined Metropolitan-Vickers 
in 1929 for the first year of a probationary 
college apprenticeship course. Four years 
later he returned to complete the course and 
subsequently joined the staff of Motor 
Engineering Department. In 1939 he trans- 
ferred to the Export company and went to 
The Hague as liaison engineer with the com- 
pany’s former agents in Holland, from which 
country he escaped to England with his wife 
three days after the German invasion of 
May, 1940. During the war he was engaged 
on development work in the Motor Engineer- 
ing Department. In 1945 he rejoined the 
Export company, and in the following year 
returned to Holland as Manager of that con- 
cern’s new office at The Hague. During 
1951 he spent several months in South 
America, visiting Buenos Aires, Santiago, 
Montevideo, and other principal cities, and 
was subsequently appointed Manager, Ameri- 
can Division, of the Export company in 
London. He was appointed Assistant 
General Manager in August, 1956. 


Mr. G. H. Jolley, Principal Representative, 
Metropolitan-Vickers Electrical Export Co. 
Ltd., who, as recorded in our February 1 
issue, has been appointed to the board of 
that company, joined Metropolitan-Vickers 
as a vacation apprentice in 1919. After 
technical education at the Manchester 
College of Technology followed by a college 
apprenticeship at Trafford Park, he joined 
the company’s Erection Department, first as 
a special trainee and later as Erection Engi- 
neer in which capacity his duties took him 
to Russia, South America, Egypt, Belgium, 
Roumania, and South Africa; from 1934-39 
he was in China and Japan as Resident 
Engineer. During 1940-45 Mr. Jolley was 
Assistant Works Engineer at the Trafford 
Park Works. From 1946 he represented the 
Metropolitan-Vickers Export Co. Ltd. in 
Malaya and the Far East. Returning to 
this country in 1951 he was appointed 
Assistant Chief Engineer, Energy Applica- 
tion Engineering Department. In Novem- 
ber, 1954, he rejoined the Export company 
as Principal Representative at Trafford Park. 


Mr. G. H. Jolley 


Appointed a Director, Metropolitan-Vickers 
Electrical Export Co. Ltd. 


Mr. Jolley is a former Chairman of the 
Metropolitan-Vickers Overseas Association, 
and has been a Vice-President since 1953. 


Mr. Michael Parkinson has been appointed 
to the board of Crompton Parkinson Limited. 


‘“We regret to record the death of Mr. 
Alonzo Limb, Deputy Chairman of C. C. 
Wakefield & Co. Ltd. 


Mr. C. M. Woodburn has been appointed 
Secretary of Crosville Motor Services 
Limited, with effect from March 1, 1957. 


The following elections to the Institution 
of Locomotive Engineers have been an- 
nounced : 

Members 

Mr. A. E. Hoare, Assistant Motive Power 
Superintendent, Southern Region, British 
= 

Mr. A. M. Lamm, Technical Manager, 
the Skefko Ball Bearing Co. Ltd. 

Mr. K. Swarup, Deputy Chief Mechanical 
a. Integral Coach Factory, Perambur, 
India 
Associate Members 

Mr. J. A. P. Grose, Technical Representa- 
tive ~~ Traction), Esso Petroleum Co. Ltd. 

Mr. P. S. Kent, Personal Assistant to 
Chief Uhdinsiel Engineer, Northern Rail- 
way, India. 

Mr. E. K. Turnbull, Assistant Engineer 
Class 1, Victorian Railways, Australia. 

Mr. D. L. Turner, Scientific Officer I, 
British Railways Research Department, 
Derby. 

Associate 

Mr. J. O. Sims, Senior Sales Engineer 
(Traction Department), Metropolitan-Vickers 
Electrical Co. Ltd. 

Graduates 

Mr. M. P. Clemens, Draughtsman, Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd., Saltley, Birmingham. 

Mr. N. Eason, Draughtsman, Beyer Pea- 
cock & Co. Ltd., Manchester. 

Mr. C. M. Paterson, Acting Technical 
Assistant to Works Manager, Gorton, East- 
ern Region, British Railways. 

Transfer Graduate to Associate Member 

Mr. E. F. Clark, Assistant to General 
Manager, North British Locomotive Co. 
Ltd. 
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NEW EQUIPMENT AND PROCESSES 


Electric Platform Lift Truck 


HE Yale Universal platform truck, 
which may be either pedestrian- or 
rider-controlled, is suitable for handling 
stillages of varying sizes containing dif- 
ferent loads as, for example, in engineer- 
ing freight depots, or in workshops and 
stores. 

The truck, which appears in two ver- 
sions, with capacities of 4,000 lb. or 6,000 
lb., and with standard platform lengths 
of 36, 42, 48, 54, and 60 in. The platform 
width of the 4,000-lb. type M4UW is 
26 in. and for the 6,000-lb. type M6UW, is 
264 in. Each model has an overall length 
of 404 in. plus the length of platform. 
Stillages with under-clearance from 64 to 
163 in. can be handled by the truck. 

The platform carriage is roller-mounted 
within the vertical channels. The hoist 
unit consists of a single-acting low pressure 
cylinder. The platform lowering lever, 
designed for either hand or foot operation, 
is located at the front of the battery com- 
partment. Loads are lowered under com- 
plete control of the truck operator. 

In the construction of the truck, plate 


and bar steel is formed to shape, and 
electrically welded into a unit frame 
structure. The battery compartment is an 


integral part of the frame, and has re- 
movable sides and hinged cover for ease 
of changing battery. The drive unit of the 
double reduction, spur-gear type is directly 
geared to the drive axle. Gears are of 
drop forged alloy steel, heat treated, and 
operate in a totally enclosed oil bath. All 
rotating parts in the drive assembly are 
mounted on ball bearings. 

The electrical equipment includes a 
horizontally mounted series-wound drive 
motor, a vertically mounted series-wound 
hoist motor, a heavy duty drive controller, 
and a hoist controller interlocked with the 
hydraulic valve mechanism. 


Average service weights of the trucks 
with a 23-plate battery are, M4UW, 2,575 
lb.; M6UW, 2,655 lb. Travel speed with 
no load is 3 m.p.h.; with full load, 2 m.p.h. 

Price and delivery details are available 
on application to the manufacturer, the 
Yale & Towne Manufacturing Company, 
Wednesfield, Wolverhampton, Staffs. 


Electric Motors with Greater 
Output 


RANGE of ventilated electric motors 

which are smaller, lighter, and cheaper 
than the manufacturer’s previous designs 
has been introduced. The motors, which 
have standard fixing dimensions to comply 
with the new British Standards draft speci- 
fication CW (ELE) 6246, use modern 
Class E insulative materials and wire 
enamels, based on polyvinylformal and 
polyurethane resins, which permits a tem- 
perature rise of 65° C. with an ambient 
temperature of 40° C. With previous 
designs of ventilated motors a temperature 
rise of only 40° C. was permitted; the new 
range which will replace these earlier 
motors will have reductions in weight, size 
and cost. The price of a motor in the new 
range is roughly 12} per cent less than for 
a corresponding model in the previous 
range. Weight savings, in some cases of 
around 20 per cent, are effected with 
similar comparisons, 

The draft specification covers foot, flange 
and skirt mountings for ventilated squirrel- 
cage motors having outputs of from } to 
50 h.p. on 2-poles, but 4-, 6-, and 8-poles 
will also be available on the same frame 
for operation on 3 phase, 50-cycle supplies. 
The enclosure is to be of the protected or 
drip-proof types. The surface temperature 
of the new motors will not normally ex- 
ceed 90° C. in free air. 

In the construction of this range of 
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motors the frame and end,shields are of 
cast iron. The latter have four-bolt fixing 
and can be turned to any of four positions, 
at 90 deg., to enable floor, wall or ceil- 
ing mounting to be made. The stator 
windings are automatically impregnated in 
a continuous plant, to produce a well pro- 
tected unit which is highly resistant to 
moisture. The rotor has die cast con- 
ductors and end rings with high-grade in- 
sulined laminations, and is rigidly fixed to 
the shaft. Advantage has been taken to 
modernise the appearance of these motors 
by smoothing the contours of the body 
shell and terminal box to gentle curves. 

Prices range from £12 10s, 6d. for 
4+ h.p. 6-pole to £118 Os. 3d. for 50 h.p. 
2-pole. Delivery will be quoted on appli- 
cation to the manufacturer, the v— 
Electric Co, Ltd., London, W.C.2 


Engine Heater and Battery 
Charger 


FRESH approach to the problem of 

starting of engines in cold weather is 
made by the Peregrine combined engine 
heater and battery charger. This unit is 
suitable for large diesel locomotive engines, 
besides smaller road vehicle diesel and 
petrol types. For large engines, the 
standard components may be installed in 
varying combinations to suit the item con- 
cerned. 

The unit, which acts like a transormer is 
fitted into the side of the engine crankcase 
and the engine oil circulates through the 
core by convection, and thus a supply of 
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warm, low-viscosity oil is produced. This 
makes for easy turning of the engine by 
the starter motor, reducing the drain on 
the battery. At the same time a low vol- 
tage current is supplied from the same 
unit; this flows through a rectifier and 
trickle charges the battery. 

The oil cannot be overheated or car- 
bonised, it is stated, as the temperature 
attained in the heater unit—of around 
130-150° F.—is limited by the design. 
There are no intensely hot elements to 
burn out and the Peregrine carries a 10- 
year guarantee. 

To operate the heater, connection is 
made to a normal mains supply. The 
heater is designed to operate from an 
a.c. supply, but can be supplied for d.c. 
operation to order. 

In the case of petrol engines, savings in 
fuel at starting are claimed because the 
use of the choke is reduced or eliminated, 
and the usual rich starting mixture largely 
or entirely avoided. This prevents the 
tendency to dilute the oil or wash it off 
the cylinder walls. 

The basic price of a Peregrine unit is 
£9 17s, 6d. and delivery can be made from 
stock. The manufacturere is Power Fre- 
quency Heating Limited, Alexandra Road, 
Hounslow, Middlesex. 


Bearing Lubrication Fittings 


ACCURATELY measured amounts of oil 
may be delivered to bearings at 
regular and periodic intervals, by means of 
capillary fittings introduced for use with 
the manufacturer's pumps. Applications 
for these fittings include such items as 
diesel engines and signals. 
There is a large range of varying cali- 











bration and different outputs, made in two 
different sizes for use with either 4 in. or 
in. o.d. pipes. They have béen tested 
at pressures up to 1,000 p.s.i. and are 
fitted with ultra-low pressure check valves 
to prevent line drainage. 

The capillary fittings are available in 
Straight, tee or elbow form, and are de- 
signed to handle oils of S.A.E. 20 to S.A.E. 
50 at 65° to 75° F. They are suit- 
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able for high-quality. petroleum straight 
and compounded oils with the exception 
of special non-drip oils, oils containing 
graphite, oils containing molybdenum di- 
sulphide, and oils containing any other 
gummy or tacky substances likely to be 
retained in the fine pore filters. 

Prices for the units range from approxi- 
mately 5s. 3d. to 6s. 1d. each. Delivery 
can be effected in about two to four weeks. 
The manufacturer is Tecalemit Limited, 
Plymouth, Devon, 


Vacuum Train Brake Leak 
Detector 


THE Gresham Leakage Searcher has 

been developed to assist in the quick 
detection of leakages in vacuum brake 
systems of carriages and wagons, when 
trains are being marshalled. 

The unit is portable, and provides a 
ready means of isolating and testing indi- 
vidual vehicles as a train is being made up. 
It can also be used to check through a 
complete train in service on which leakage 
has developed, as it is equipped with 
standard couplings to enable it to be in- 
serted between the brake hoses of adjacent 
vehicles. Vacuum is provided by the loco- 
motive of the train. 

The operator can read the vacuum avail- 
able in any part of the train and at the 
same time check the rate of leakage of 
any vehicle under test. Partial brake 
applications may be made on the vehicle 
being tested without affecting the rest of 
the train. 

A duplex vacuum gauge is built into the 
searcher together with a manually con- 
trolled valve giving charging, isolating and 
application positions. The body is a light 
ee casting. The total weight 
is 18 lb. 

When working vacuum in a train cannot 
be maintained, and after it has been ascer- 
tained that the brake equipment on the 
locomotive is satisfactory, the searcher is 
inserted between the hoses of each 
vehicle until the fault is located. 

Both external leaks, which prevent full 
working vacuum from being obtained, and 
internal leaks, which indicate ineffective 
brakes on individual vehicles, may be 
detected with the unit. 

Price and delivery are available on 
application to the manufacturer, Gresham 
oe Limited, 15, Whitehall, London, 
S.W.1. 


Chain Conveyor for Goods 
Depot 


A PATENT conveyor known as the 
Universal Chain Conveyor, recently 
installed at Small Heath Goods Depot, 
Birmingham, Western Region, is the first 
of its kind to be constructed not only 
for British Railways, but also in the world. 
It consists of three parallel endless 
chains running in channels around the 
whole of the shed for handling returned 
empties direct from truck to cartage front 
and is superimposed on the existing plat- 
form with transverse ramps between the 
inner edges of the conveyor to the lower 
central portion of the shed deck. 

The triple chain, approximately 840 ft. 
long, completes a circuit all round the 
shed and operates at a speed of 40 f.p.m. 
with a slight reduction in speed on the 
middle and inner chains at the end curves. 
Two drive pits have been constructed, one 
at each end of the long straight tracks 
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which house one 4 h.p. main drive electric 
motor in each pit. The conveyor is con- 
trolled by start and stop push buttons. 

The advantages of this conveyor, as 
compared with the slat conveyor method 
are the saving in costs, particularly in 
regard to civil engineering work, the 
ability to fill the shed capacity with 
inwards loaded wagons which can all be 
discharged without movement, thus dis- 
pensing with the need for a capstan, and 
that any packages which may pass the 
appropriate cartage berth will travel the 
whole circuit without handling. 

The shed is 442 ft. long and provides 
for the berthing of 21 wagons, and a daily 
average of 42 wagons are discharged in 
a normal working day. One shunt is 
necessary at meal break for redressing. 
An increase of the wagon intake is anti- 
cipated after further operating experience 
has been gained. The manufacturer 
Rownson Drew & Clydesdale, Limited, 
225, Upper Thames Street, London, E.C.4, 
is prepared to design similar conveyor 
installations to suit individual applications. 
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Ministry of Transport Accident Report 


Filey Holiday Camp Station ; 


August 25, 


1956: British Railways, North Eastern Region 


Colonel D. McMullen, Inspecting 
Officer of Railways, Ministry of Transport 
& Civil Aviation, inquired into the acci- 
dent which occurred at about 7.42 a.m. on 
August 25, 1956, at Filey Holiday Camp 
station when the 7 a.m. empty coaching 
stock train from Bridlington, consisting of 
10 bogie coaches, with brake compart- 
ments in the third and ninth—an incorrect 
marshalling arrangement—drawn by a 
class 6MT 2-6-0 engine, which had got out 
of control on the long approach falling 
gradient, in consequence of the vacuum 
pipes not having been coupled between 
engine and train, struck the buffers at 
about 25 m.p.h. The engine mounted the 
station concourse, The driver and fireman, 
who had already left it, suffered slight in- 
juries and a member of the staff travelling 
on duty received ‘slight bruises. Available 
brake power of the engine represented no 
more than 16:7 per cent of the total train 


TRAIN APPROACHING FROM 






Diagram showing 


weight of 429 tons. The engine was con- 
siderably damaged as was the leading 
coach; the next four received slight dam- 
age. It was fine with dry rails. 

The line falls steadily at about 1 in 
110 for six miles to the junction where 
the train left the main line and took the 
curve towards the camp station, after 
which it falls at 1 in 186 and 1 in 390. 
The speed limit from the summit to the 
junction is 60 and on the curve 25 m.p.h. 
The accompanying diagram shows certain 
lines, signals, etc., involved after the train 
had passed off the main line from Brid- 
lington. 


Course of Events and Evidence 

The engine was backed on the train at 
7 a.m. and the fireman placed the coupling 
link on the hook but did not tighten up. 
A man of 27, with 64 years as fireman, he 
forgot, as he admitted, to couple the 
the vacuum hoses and could offer no ex- 
planation for his lapse. Except on Satur- 
days he worked goods trains which did not 
have the vacuum brake but did not believe 
he thought, even momentarily, that this 
train was such a one. Possibly he would 


not have forgotten the vacuum pipes if he 
had tightened the screw coupling, which 


he would have done, he said, had there 
been passengers in the train. The driver, 
a man of 62, said he accepted the fireman’s 
assurance that everything was right and 
did not get down to see the coupling had 
been done properly, his usual practice, 
particularly against a platform. He 
noticed when creating vacuum that the 
gauge needle rose more rapidly than he 
would expect with 10 coaches but it did 
not strike him that anything was wrong. 
He omitted to make his usual test of des- 
troying vacuum and recreating it after 
coupling up. He knew that the guard 
should test from his van and agreed that, 
from the position of that man when giving 
right-away, which was near the head of 
the train, he could not have done so. He 
could offer no explanation of his omissions 
although he gave evidence in a straight- 
forward way. The guard could not do so 
either ; he did not test by lifting the valve 
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in the van and failed also to test on the 
coach “outside” the van by lifting the 
end vacuum hose. A man who had 
recently passed his rules examination 
satisfactorily, he said he had never started 
a train in that way before. 

Applying the brake for signals at a 
station in rear of the junction mentioned, 
the driver found speed was not reduced ; 
it had by then reached 40-50 m.p.h., and 
the fireman, realising his forgetfulness, 
told the driver he had omitted to couple 
the hoses, whereupon he was told to apply 
the hand brake and keep “ popping” the 
whistle. The engine was put into reverse 
gear and the regulator opened slightly. 

The guard had been riding in the 
seventh vehicle with a district relief porter 
travelling on duty but eventually went 
back to the brake compartment in the 
ninth vehicle, The porter went towards 
the front but neither had by then realised 
that anything was wrong. By the time the 
porter did so he had reached the second 
coach but at once went back to the leading 
brake compartment and screwed the hand 
brake hard on. 

The signalman at the station box 
accepted the train from the Royal Oak 
South box, the junction point on the main 





line, under Block Telegraph Regulation 5, 
as he had already accepted and cleared 
signals for another over the converging 
curve. The signalman at Royal Oak 
South box kept his directing home signal 
against the train and when he saw it was 
going too fast to stop sent “ train running 
away” forward. The station box signal- 
man, hearing the whistling and seeing the 
train entering the curve, replaced his 
signals against the one which was just 
entering the other curve and which was 
stopped correctly. He set the route into 
platform 3 to give the longest and 
straightest run possible to the runaway 
and telephoned to warn the station staff. 
A district inspector and ticket inspector 
acted promptly and moved a number of 
passengers in the concourse to safety. 
The train was travelling probably at 30 to 
40 m.p.h. on passing the station signalbox 
but on the flatter gradients the available 
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7a.mM. EMPTY COACHING STOCK TRAIN FROM BRIDLINGTON. FIREMAN OMITTED TO COUPLE VACUUM 
HOSES AND DRIVER TO SEE THAT DUTY HAD BEEN PERFORMED. GUARD FAILED TO MAKE BRAKE 
TESTS, TRAVELLED IN AN ORDINARY COMPARTMENT FOR PART OF THE JOURNEY AND 
DISCOVERED EVENTUALLY THAT THE TRAIN HAD NO VACUUM. TRAIN GOT OUT OF CONTROL ON 
LONG APPROACH FALLING GRADIENT AND STRUCK BUFFER STOPS IN N93 PLATFORM AT ABOUT 25 M.P.H. 


circumstances of accident at Filey Holiday Camp Station, British Railways, North Eastern Region, 


brake power was having some effect and 
the collision with the buffers took place at 
about 25 m.p.h. When the fireman, who 
had jumped on the platform and rolled 
over, picked himself up he ran to the rear 
van and told the guard about the un- 
coupled brake hoses and was told by him 
to couple them up at once. He ran for- 
ward and did so but could not fix the 
securing pin. When a carriage examiner 
arrived he found the brake in the front 
van “on,” those on all the remaining 
coaches and rear van “off.” Vacuum 
pistons were down but he saw that the 
engine and leading coach hoses were 
coupled. He asked the guard whether 
there was vacuum in the brake van when 
the train left Bridlington and was told 
there was 20 in. 

The guard told Colonel McMullen that 
he did not look at his gauge when he went 
back to the van from the compartment in 
which he had been riding. He felt a 
severe jerk over the junction points and, 
realising speed was excessive, lifted his 
vacuum valve, which, of course, did not 
work; he then noticed there was no 
vacuum and applied his hand brake fully. 
Asked why his van brakes had been found 
“ off” he replied that he might not have 
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screwed them on fully and had taken them 
off after the train stopped. He did not 
then know they had hit the buffers. He 
told the fireman to couple the hoses 
because he thought they would “look so 
foolish with all railwaymen looking at it.” 
He agreed that he had told the examiner 
he thought there was 20-21 in. of vacuum 
at Bridlington and this might have been 
“ misleading.” 


Inspecting Officer’s Conclusions and 
Remarks 

This accident was the result of failures 
by all three members of the train crew. 
Colonel McMullen considers that the fire- 
man made a genuine mistake in not 
coupling the hoses but his mind could not 
have been on his work. The rules are 
framed to cover such mistakes and lay 
down quite clearly that the driver must 
satisfy himself that the pipes have been 
properly connected and also that the 
guard must make certain tests before start- 
ing, while the driver is to test the brake 
when running in good time before a steep 
gradient. 

Neither the driver nor the guard obeyed 
any of these rules and if either had com- 
plied with even one of them the accident 
should not have happened. 

Colonel McMullen is unable to accept 
the guard’s suggestion that this was the 
one occasion on which he had not made a 
brake test and quite by chance it coin- 
cided with a most unusual omission on the 
part of the fireman. He did not travel in 
the van, as required by rule, but sat in a 
compartment and did not even look at his 
gauge on returning to the van ; he was un- 
aware during the greater part of the jour- 
ney that there was no vacuum in the train 
pipe. 

Nor does it appear reasonable to 
suppose that the driver’s failure was an 
exceptional lapse and it is difficult to 
come to any other conclusion than that 
both men were in the habit of serious 
laxity in the observance of rules. Safety 
must always depend to a large extent on 
strict compliance with rules by individuals, 
much of whose work must be done with- 
out possibility of close supervision. It is 
disturbing to find such lack of discipline 
as there was in this instance, especially 
among senior experienced men. 

The actions of guard and fireman after- 
wards were most regrettable. The fireman 
said his first impulse had been to see if the 
guard was all right and, because of shock, 
he did not know what he was doing when 
he coupled the hoses. If he had nothing 
on his mind it would have been much 
more natural to be concerned about the 
driver, whom he had left on the footplate, 
and there is little doubt his one thought 
was to see the guard urgently about his 
omission. 

The guard in fact had already realised 
that he had failed seriously in his duty ; 
his object in instructing the fireman to 
couple the hoses and in telling the 
examiner that normal vacuum had been 
indicated on his gauge before leaving 
Bridlington can only have been to relieve 
himself of responsibility. This statement, 
made some time later, was nothing but a 
deliberate untruth. 

Colonel McMullen is glad, however, to 
be able to record some redeeming features 
“in this otherwise dismal affair.” The 
district relief porter acted with decision 
and the two signalmen did everything that 
could be expected of them. The other 


train was stopped, the road re-set and the 
station staff warned in a very short time. 
There the two inspectors did not lack 
initiative. 
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Modernised Goods Offices 
Opened at Inverness 


Mr. Donald H. Cameron of Lochiel, 
Deputy Chairman of the Scottish Area 
Board, formally opened new goods office 
accommodation at Inverness on 
January 31. Mr. Cameron was accom- 
panied by Sir Hugh Rose, Member, Scot- 
tish Area Board. 

A new two-storey building provides 
modern office accommodation. The outer 
walls are faced with ‘“ Kemnay ” concrete 
facing bricks of a grey colour which 
harmonises with the stonework of sur- 
rounding buildings. The forwarding, 
delivery, and cashier’s departments are on 
the ground floor and the Goods Agent’s 
room, the accounts, and the general office 
are on the upper floor. The offices are 
fitted with electric lighting and equipped 
with modern furniture. There is central 
heating throughout, with a solid-fuel boiler 
in the basement. 


Amenity Block 

The former goods offices have been con- 
verted into an amenity block for wages 
staff and include a mess room, drying 
room, washing facilities, and so on. 

The premises provide accommodation 
for 25 members of the clerical staff and 
some 60 members of the wages staff. The 
contractors for the work were James 
Campbell & Son Limited, Inverness. The 
completion of this work follows closely on 
the opening of a new ladies’ waiting room 
and other amenities at the passenger 
station. The building of a new cafeteria 
and bar to replace the existing refresh- 
ment room and the provision of a new 
left luggage office are making progress. 

Following the opening, the new goods 
office was inspected by the Provost of 
Inverness and representatives of com- 
merce and-industry. Those present from 
the railway service included Messrs. S. E. 
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Raymond, Chief Commercial Manager; 
M. G. Maycock, Chief Civil Engineer; 
H. M. Hunter, Public Relations & Publicity 
Officer; J. A. Arthur, Architect; A. 
Yeaman, District Traffic Superintendent, 
Inverness; D. Greig, District 
Engineer, Inverness; A. C. Jeffrey, District 
Motive Power Superintendent, Inverness; 
E. A. S. Thomson, Assistant District 
Traffic Superintendent, Inverness; and 
John McPhee, Goods Agent. _Represen- 
tatives of the staff and Mr. F. Donachy, 
District Organiser, N.U.R., also attended 
the ceremony. 








R.E. (Transportation) A.E.R. 
Officers’ Reunion Dinner 


The annual dinner of the officers of the 
Royal Engineers (Transportation) branch 
of the Army Emergency Reserve took 
place at the Café Royal, Regent Street, 
London, on February 22. General Sir 
Brian Robertson, Honorary Colonel, pre- 
sided, and among the guests were:— 

Major-General J. C. Walkey, Engineer- 
in-Chief; Sir Vincent Tewson; Colonel 
J. W. Watkins; Colonel David Blee; Mr. 
W. P. Allen; and Mr, J. Morris Gifford. 

Sir Brian Robertson, proposing the 
toast of the guests, referred to the impor- 
tance of R.E. transportation units in the 
conditions of nuclear warfare, and stated 
that the British Transport Commission 
would do everything possible to encourage 
recruitment to those units from 
nationalised undertakings. 

Recruiting for A.E.R. railway squad- 
rons, he added, would be on a Regional 
basis in future, the squadrons corres- 
ponding to the Regions of British Rail- 
wavs, 

The A.E.R. Transportation reservists, 
he went on, who had been recalled in the 
emergency last year, 104 officers and 2,155 
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other ranks, had given a particularly good 
account of themselves. 

Colonel K. W. C. Grand, General 
Manager of the Western Region, who 
replied to the toast in the enforced absence 
at short notice of Genera. Sir Nevil Brown- 
john, Quartermaster General to the 
Forces, emphasised that the management 
of British Railways attached great impor- 


tance to service of railwaymen in the 
Army Emergency Reserve railway units 
of the Royal Engineers, and would 


facilitate that service and further recruit- 
ment in every possible way. 








Questions in Parliament 


Chapel-en-le-Frith Accident 

Mr. H. Macdonald Steward (Stockport S. 
—C.) asked the \Minister of Transport & 
Civil Aviation on February 13 whether he 
had any statement to make with regard 
to the railway disaster which took place 
on February 9 at South Chapel-en-le-Frith 
station. 

Mr. Harold Watkinson: On Saturday 
morning, February 9. a freight train ran 
away down a steep incline and collided 
with another freight train just passing 
Chapel-en-le-Frith station. The wreckage 
blocked the lines but traffic was resumed 
yesterday morning. I much regret that 
the driver of the runaway train and the 
guard of the other were killed. I know 
that the House will wish me to express its 
deep sympathy with the relatives. 

have appointed an Inspecting Officer 
of Railways to hold an inquiry into the 
accident. 


Welwyn Garden City Accident 

Mr. Julian Snow (Lichfield & Tamworth 
—Lab.) asked the Minister of Transport 
& Civil Aviation on February 13 if he 
would make a statement on the -recent 
tailway accident at Welwyn Garden City; 
and what progress had been made in fitting 
automatic train control equipment. 

Mr. Watkinson, in a written reply: An 
Inquiry has been held by the Chief Inspect- 
ing Officer of Railways. I am awaiting 
his report, but it is already clear that the 
express train had passed signals at danger. 

I gave my final approval to the automatic 
train control system on November 30, and 
the Commission is now going ahead with its 
plans to provide the equipment on all the 
main traffic routes as quickly as possible. 


Congested Passenger Trains 

Mr. R. Sorensen (Leyton—Lab.) asked 
the Minister of Transport & Civil Aviation 
on February 13 what representations he 
had received in respect of congested pas- 
senger transport to and beyond the borough 
of Leyton. 

Mr. Harold Watkinson replied that he 
had received a number of representations 
about these train services with suggestions 
for improving them. He understood the 
local authorities had referred the matter 
to the Transport Users’ Consultative Com- 
mittee for the London Area and would 
be meeting the Committee for a discussion. 


Railway Contracts 

Miss Elaine Burton (Coventry S.—Lab.) 
asked the Minister of Transport & Civil 
Aviation on February 20 if he would give 
a general direction to the B.T.C. to give 
special consideration, when placing con- 
tracts in connection with the modernisation 
programme of British Railways, to the 
needs of localities where there is present 
unemployment and unused production 
capacity. 
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Mr. Harold Watkinson: The B.T.C. must 
have regard to the experience of the 
suppliers and to the need to secure timely 
deliveries. Other things being equal, how- 
ever, the Commission is always ready to 
consider placing orders in development 
areas or other places where unemployment 
presents a persistent problem and where 
suitable manufacturing facilities exist. 

Miss Burton stated that in Coventry 
there were several firms capable of build- 
ing diesel engines and railway carriages. 
The Daimler Company were about to leave 
a Government-owned factory because of 
lack of orders. These premises would be 
suitable to be used in connection with the 
building of such engines and carriages. 
The Armstrong-Whitworth Aircraft Com- 
pany would shortly have 600 workers 
turned off. These people could do the 
work, and sheds were available at Baginton. 
Would the Minister look at this megtter 
again? 

Mr. Watkinson: I will examine carefully 
what the hon. Lady has said, but my 
answer, which I gave with care, remains; 
that the Commission must have regard to 
the experience of suppliers and to the need 
to secure timely deliveries. 


Nuclear Power on Railways 

Mr. R. Maudling, Paymaster-General, in 
reply to Captain R. A. Pilkington (Poole— 
C.) on January 30, said the application of 
nuclear power to railway locomotives or 
road vehicles was not practicable at 
present. It presented considerable diffi- 
culty. 


Diesel Railway Services 

‘Mr. R. Speir (Hexham—C.) asked the 
Minister of Transport & Civil Aviation 
on February 13 whether, in view of the 
urgent necessity for economising in the use 
of diesel oil, he would give a general 
direction to the B.T.C. temporarily to delay 
the further introduction by British Rail- 
ways of diesel-driven units in place of 
coal-burning units. 

Mr. Watkinson wrote that he had been 
in touch with the Chairman of the Com- 
mission and was satisfied that the Com- 
mission would, as far as practicable, restrict 
the introduction of new diesel services to 
those routes where improved services were 
urgently required. 


Diesel Oil Allocation 

Mr. R. Speir (Hexham—C.) asked the 
Minister of Transport & Civil Aviation 
on February 13 how many gallons of diesel 
oil for motive purposes had been allocated 
to British Railways for use in the first 
four months of this year; and how many 
gallons were used by British Railways in 
the same period of last year. 

Mr. Harold Watkinson, in a written 
reply: There is no formal allocation to 
British Railways, but the B.T.C. estimates 
that its total consumption of diesel oil for 
motive purposes in the first 16 weeks of 
this year will be approximately 11,320 
tons. This compares with 7,755 tons in the 
first 16 weeks of 1956 but represents a 
considerable saving on the consumption 
required to carry out the programme as 
originally planned. 


Carriage of Fertilisers 

Mr. Temple (Chester—C.) asked the 
Minister of Agriculture, Fisheries and Food 
on February 14 if he would take special 
steps to bring to the notice of farmers the 
urgent need to take early delivery of seeds 
and fertilisers this Spring so that maximum 
use can be made of railway delivery, and 
thus helo the national transport situation. 

Mr. Heathcoat Amory: I will gladly do 
what I can to bring to the notice of farmers 
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the special importance in present circum-+ 
stances of early ordering so as to help 
merchants to plan their deliveries in the 
most economical way and also avoid the 
risk of delay in deliveries when spring 
cultivations start, and I am confident that 
the trades concerned will be doing so too, 





Parliamentary Notes 


Transport (Railway Finances) Bill 


The Transport (Railway Finances) Bill 
received Royal Assent on February 26. 


Railwaymen as Small Landholders 

The possible classification of railway 
workers in remote rural areas as agri- 
cultural workers because they have a small- 
holding besides a house alongside the line 
was discussed on February 19 in the House 
of Commons on the Financial Resolution 
for the Housing & Town Development 
(Scotland) Bill, which provides special 
subsidies for “ overspill ”’ population. 

Mr. C. Bence (Dumbartonshire E.— 
Lab.) said that there were many miners and 
railwaymen who did not only their job 
in the mines or on the railways, but also 
did some agricultural work. “It is often 
the practice,” he explained, “ of some rail- 
waymen, especially the gangers who work 
on the lines, to have a house alongside the 
line and a smallholding as well. What are 
they—agricultural or industrial workers? 
On what basis would they claim a subsidy? 
One need only go on the West Highland 
Railway to see the little stations where the 
stationmaster and the signalman each 
have a croft. If they want a new house, 
under which head do they claim a subsidy 
—as crofters or as railwaymen?” 

Mr. Emerys Hughes (Ayrshire S.—Lab.) 
said the railwayman at a small signalbox 
in a rural area might qualify for a subsidy 
of £24, and a comparately wealthy farmer 
on a farm adjoining the station might 
qualify for the £36 subsidy. Was a porter 
or a comparatively poorly paid signalman, 
who helped to get the lime to the farmer 
and get his potatoes away a member of the 
agricultural population? 

The Deputy Chairman (Sir Gordon 
Touche): The definition is a matter for 
the Bill, and not for the Financial Resolu- 
tion. 

The Secretary of State for Scotland 
(Mr. J. S. Maclay) indicated later that 
railwaymen who had smallholdings would 
only qualify for house subsidy if agri- 
culture was their main occupation. 


Diverted Freight Traffic 

Lord Forbes has given notice that he will 
ask the Government in the House of Lords 
on March 6 if an estimate can be given 
of the increase in the amount of freight 
carried by British Railways since fuel oil 
rationing commenced; and also what steps 
the B.T.C. has taken to keep a high per- 
centage of the increased freight from 
reverting to, and once more overcrowding, 
the roads with heavy lorries when fuel 
rationing ends. 








RISE IN PROFITS OF PETERS (G.D.) & Co. 
Ltp.—It is announced that the total 
ordinary dividend of Peters (G.D.) & Co. 
Ltd., will be 74 per cent, as compared 
with 6 per cent for last year. The final 
dividend will be 5 (34) per cent. After 
tax of £85,500 (£32,500) the net profit has 
expanded to £79,391 (£33,773). Among 
the products of the company are rolling 
stock and electric arc welding equipment, 
packaging machinery, and so on. 
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Contracts and Tenders 


s.A. Alsthom has received from the 
Argentine National Railways an order for 
25 diesel-electric locomotives of 5-ft. 6-in. 
gauge and Co-Co wheel notation, each of 
which is to be equipped with two M.G.O. 
engines of 900 b.h.p. individual output. 


S.A. La Brugeoise et Nivelles has 
received from the Union Miniére du Haut 
Kaianga an order for 18 electric locomo- 
tives of 70 tons weight and Bo-Bo wheel 
arrangement for operation on 600-V. d.c. 
lines in the copper belt. These locomo- 
tives are to be built at the Nivelles works. 


S.A. La Brugeoise et Nivelles has 
received an order from the Union Miniére 
du Haut Katanga for four 30-ton electric 
battery locomotives, to be built at the 
Nivelles works. 


The Waggonfabrik Uerdingen has 
received from the Western Railways of 
Cuba an order for 20 diesel-hydraulic 
bogie railcars and 19 railcar-trailers. The 
railcars have an estimated weight of 44 
tons and are to be equipped each with 
two Daimler-Benz 300-b.h.p. flat engines 
and Voith transmission. Air-conditioning 
is to be applied to the passenger accom- 
modation in the railcars. 


Werkspoor N.V., Amsterdam, has re- 
ceived from the Dutch State Mines in 
Limburg an order for ten 500-b.h.p. three- 
axle diesel-hydraulic locomotives, to be 
equipped with Werkspoor RUB.1612 
engines and Voith L.37v transmission. 


Birmingham Railway Carriage & Wagon 

Co. Ltd. has received from the Crown 
Agent an order for 122 four-wheel 
covered wagons for Malaya. 


British Railways, London Midland 
Region, have placed the following con- 
tracts: 

Atherton Bros. (Biackpool) Ltd., 
Blackpool: improved amenities and re- 
newal of engine shed roof, motive power 
depot, Blackpool Central 

I. Fairclough Limited, Adlington, 
Lancs: proposed service line and ex- 
change sidings, Lancashire Steel Cor- 
poration, Irlam 

Mechanised Contractors (London) 
Limited, Ealing, W.5: formation re- 
newal and_ drainage down line 
123 m. 1,320 yd. to 124 m. 60 yd., Rugby 
Central to Barby 

E. B. Jones & Rawlinson Limited, 
Salford, 6: improved’ wages _ staff 
amenities, goods depot “ A,” Wigan. 

Hinkins & Frewin Limited, Banbury, 
Oxon: new diesel locomotive shed, 
motive power depot, Woodford Halse 


Samuel Butler & Co. Ltd., Stanning- 
ley, near Leeds: steelwork contract, re- 
construction of bridge No. 82, carrying 
Stanley Road over Pemberton-Liverpool 
line at Bank Hall 

Industrial Engineering Limited, Lon- 
don, W.1: renewal of roof covering 
platform 7 to 11, Liverpool Lime Street 
station. 


British Railways, Eastern Region, have 
placed the following contracts :— 

W. & C. French Limited, Buckhurst 
Hill, Essex: construction of hump 
bridge, locomotive ashpits, foundations 
for turntable, coaling plant, water 

columns Nos. 1 and 2 and hydro-pneu- 
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matic buffer stop at Temple Mills new 
marshalling yard 

Tubewrights Limited, London, S.W.1: 
supply, delivery and erection of 61 
standard British Railways type 50 flood- 
lighting towers together with base plate 
accessories at Temple Mills new mar- 
shalling yard 

Wellerman Bros. Ltd., Sheffield, 3: 
supply, handling, pitching and driving 
steel sheet piling in bank along north 
soak drain between Crowle and Al- 
thorpe, and reconstruction of underline 
bridge No. 7 over Green Lane drain; 
underline bridge No. 9 over Cut drain; 
underline bridge No. 10 over Great Eau; 
and underline bridge No. 11 over Long 
Eau, between Mablethorpe and Salt- 
fleetby 

Siemens & General Electric Railway 
Signal Co. Ltd., Wembley: supply and 
installation of all signalling equipment 
and cables based on signalling power 
supplies at Thorpe-Le-Soken and East- 
gates and supply and installation of tele- 
communications cable for the Col- 
chester/Clacton/Walton electrification 

George Longden & Son Ltd., Harts- 
head, Sheffield, 1: modernisation of 
waiting rooms, Sheffield Victoria Station 

Arundel Painting Contractors & Com- 
pany, Louth, Lincs: cleaning and paint- 
ing station buildings, warehouses, goods 
yards, shed, offices, signals, signal boxes, 
point rodding, at Renishaw Central, 
Staveley Central and Heath Stations, 
49 m. 60 ch. to 61 m. including Ireland 
Colliery Branch, Markham Colliery 
Branch and Williamthorpe Colliery 
Branch, 


British Railways, Southern Region, have 


placed the following contracts :— 


Caffin & Co. Ltd., London, W.C.2: 
relining and drainage, Penge Tunnel 

The Thermal Engineering Co. Ltd., 
London, N.1: installation of dust ex- 
tractors and plenum ventilation, Anger- 
stein Works 

W. R. Payne & Sons, Shipley, Yorks: 
renovations, London Bridge (Central 
Section) Station 

Askham & Palin Limited, London, 
S.W.6: fabricated steelwork, Kent Coast 
electrification 

G. J, Furneaux Limited, Christchurch, 
Hants: renovations, Andover Junction 
Station 

The South Hants Building Co. Ltd., 
Southampton: renewal of dock walls, 
Basingstoke Goods Yard 

G. E. Wallis & Sons Ltd., London, 
W.C.2: station rebuilding, West Wick- 
ham 

R. Corben & Son Ltd., Maidstone, 
Kent: new office accommodation, Ash- 
ford (Kent) Works 

Cleveland Bridge & Engineering Co. 
Ltd., London, S.W.1: reconstruction, 
Gresham Road Bridge, Brixton. 


British Railways, Scottish Region, have 


placed the following contracts:— 


James Bowen & Company, Glasgow: 
earth-moving equipment 

Priestman Bros. Limited, Hull: three 
excavators 

Matisa Equipment Limited, London: 
eight Matisa tamping machines 

Robert Gilchrist & Son Limited, Glas- 
gow: improved staff buildings at 
Polmadie depot, Glasgow 

Churchill Machine Tool Co. Ltd., 
Manchester: two grinding machines for 
St. Rollox Works, Glasgow 

Webster Bannerman, Glasgow: re- 
newal of platforms at Bogside Station 
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McKean & Company, Glasgow: con- 
crete pits for Leith central diesel main- 
tenance depot 

Crowley Russell & Co. Ltd., Glasgow: 
drainage at Millerhill marshalling yard, 
near Edinburgh 

John Boyd & Company, Annan: two 
wagon traverses for Town Hill Junction 
wagon repair depot, near Dunfermline 
David Nairn & Son, Ladybank, 
renewal of goods shed, Cupar 

G. Martin (Builders), Broughty Ferry: 
road motor repair depot, Dundee Tay 
Bridge. 


British Railways, North Eastern Region, 
have placed the following contracts :— 

English Electric Co. Ltd., Liverpool: 
medium voltage switchboard, Darlington 
diesel depot. 

Bryce Electric Construction Co. Ltd., 
Wallington, Surrey: two 500 MVA 
transformers, Leeds 

Modern Paviors Limited, Shipley: 
road repairs, Leeds (West Riding) dis- 
trict. 


_The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the Directorate General 
of Development, of the Portuguese 
Ministry of Overseas Territories, has issued 
an announcement calling for tenders for 
levelling and other civil engineering work 
in connection with the construction of the 
second section, measuring 60,776 metres, 
of the railway between Panguila and 
Lifune. 

Tenders will be opened on March 30, 
1957, at the office of the Directorate, 13 
Praga do Principe Real, Lisbon, and at the 
head office of the Administrative Com- 
mission of the Development Fund of the 
Province of Angola, and for them to be 
admitted, a provisional deposit of 
Esc. 687.500.00 (£8,594) must have been 
made with the Bank of Angola or its 
branch in Luanda up to two days before 
the date mentioned above. Copies of the 
tender conditions and specifications, in 
Portuguese, are available at a cost of 
Esc. 100.00 (£1 5s.). Judging from the 
amount of the provisional deposit the value 
of the contract is about Esc. 27.500.000.00: 
(£343,750). The reference ESB/3948/57 
should be quoted in any correspondence 
with the Branch (Lacon House, Theobalds 
Road, W.C.1). 


_The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, has received a call from South 
Africa for point locks and keys, as 
follows :— 


4,200 point locks, gunmetal, to speci- 
fication CCE.2/44-1956 (amended 
March, 1956) and drawing type 
E.3093 /4 

5,500 keys for above locks to speci- 
fication CCE.2/44-1956 (amended 
March, 1956) and drawing type E.3093/4 
The issuing authority is the Stores De- 

partment, South African Railways. Bids 
in sealed envelopes, endorsed “‘ Tender No. 
D.6450 Point Locks and Keys,” should be 
addressed to the Chairman of the Tender 
Board, South African Railways, P.O. Box 
7784, Johannesburg. The closing date is 
March 15, 1957. A copy of the tender 
documents, including specification and 
drawing, is available for loan to United 
Kingdom firms on application to the 
Branch (Lacon House, Theobalds Road, 
W.C.1). The reference ESB/4179/57 
should be quoted in any correspondence 
with the Branch. 
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Staff and Labour Matters 
N.U.R. Wage Claim 


The claim of the N.U.R. for a 10 per 
cent increase in the rates of pay of rail- 


way conciliation and salaried staff was 
heard before the Railway Staff National 
Tribunal on February 25, 26, and 27. 


The case for the union was presented 
by Mr. J. Campbell, General Secretary of 
the N.U.R., and that for the B.T.C. by 
Mr. A. B. B. Valentine, Member of the 
Commission 

Mr. Campbell based the submission of 
his union on seven main points :—(1) The 
rates of pay were not fair and adequate, 
having regard to the nature of the work; 
(2) that in so far as reasonable com- 
parisons could be made, railway rates 
compared unfavourably with other indus- 
tries; (3) the great importance of recruit- 
ing and retaining the right type of staff, 
particularly in view of far reaching changes 
under the modernisation plan; (4) that the 


increase in rates of pay operative from 
January 23. 1956, did not maintain the 
June, 1947, standard, low though that un- 
doubtedly was; (5) that the cost of living 
had risen since January, 1956, and con- 
tinued to rise; (6) that railwaymen were 
entitled to share in the benefits accruing 
to the industry from increased produc- 
tivity; and (7) that the vital réle of the 


railways in the national economy of the 
country, now and in the future, warrants 
appropriate rates of pay within the in- 
dustry. 

In support of items (1) and (5) particu- 
larly, Mr. Campbell introduced witnesses 
to testify before the Tribunal. 

Replying for the Commission, Mr. 


Valentine pointed out that so large a claim 
put forward after such a short time since 
the last settlement in January, 1956, could 
only be warranted if there had been some 
substantial and dramatic change of circum- 
stance since then. No evidence of such a 
change had been submitted, except a 
modest increase in the cost of living. 


Notes and News 


Vacancy for Production Manager.—A 
production manager is required for large 
engineering works manufacturing railway 
rolling stock and other engineering pro- 
ducts. See Official Notices on page 264. 


Design Engineer Required—A _ design 
engineer is required to lead a team of 
engineers engaged on the development and 
application of accessories to the railway 
and general transport industries. See 
Official Notices on page 264. 


Draughtsmen, Civil Engineering, Required. 
—Applications are invited for draughts: 
men, civil engineering, with experience of 
railway work, required for consulting 
Engineers’ Office in Westminster. See 
Official Notices on page 264. 

National Coal Board, Assistant Divi- 
sional Transport Officer Required.— 
Applications are invited for the position 
of assistant divisional transport officer 
(road) at the Marketing Department Head- 
quarters. See Official Notices on page 264, 





Southern and Western Regions vy. Southern 
Command Football Match.—An Associa- 
tion football match took place on Feb- 


ruary 20 on the Southern Railway sports 
ground, Raynes 
representing 
Regions of 
British Army, 


Park, between a team 
the Southern and Western 
British Railways, and the 
Southern Command. The 
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railwaymen beat the Army team by two 
goals to nil; after the game Sir Brian 
Robertson, Chairman of the British Trans- 
port Commission, presented a challenge 
trophy to the winners. Also present were 
Mr. C. P. Hopkins and Mr. K. W. C. 
Grand, General Managers respectively of 
the Southern and Western Regions. 


Nitrate Railways Distribution.—The 
liquidators of the Nitrate Railways Co. 
Ltd. announce a first distribution of £1 Is. 
on both the £7 ordinary and the 7 per 
cent preferred converted £7 ordinary 
shares, payable on March 7. 


Associated Commercial Vehicles Limited. 
—tThe directors of Associated Commercial 
Vehicles Limited have announced that 
the offer of £3,500,000 of 53 per cent 
unsecured loan stock has been heavily 
oversubscribed. Applications up to £1,000 
of stock have been allotted in full; appli- 
cations in excess of this figure have been 
scaled down. 


Serious Derailment in Argentina.—One of 
the worst railway accidents recorded in 
Argentina is reported to have occurred on 
February 25 just outside Cordoba when a 
heavily loaded passenger train was derailed 
and seven coaches overturned. Reports 
estimate that between 15 and 40 persons 
were killed and over 100 injured. The 
accident is stated to have been caused by 
excessive speed round a curve. 


Roller Bearings Publication—The book 
entitled “Roller Bearing Axleboxes for 
Railway Rolling Stock,” published by 
Kugelfischer Georg Schafer & Company 
of Schweinfurt, Germany, and reviewed in 
our columns last week, may be obtained 
in Britain from the sole direct representa- 
tives, the K.G.S. Bearing Co. Ltd., 
Macrome Road, Green Lane, Tettenhall, 
Wolverhampton. 


Federal Minister Inspects Rhodesia Rail- 
ways Development.—Mr. W. H. Eastwood, 
Minister of Transport & Works, Federa- 
tion of Rhodesia & Nyasland, recently 
inspected railway development at Bula- 
wayo. The accompanying _ illustration 
shows (left to right): Mr. A. H. Croxton, 
Chief Superintendent of Transportation, 
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Rhodesia Railways; Mr. Eastwood; Mr, 
P. Barrett, Ministry of Transport & 
Works; and Mr. J. W. S. Pegrum, Deputy 
General Manager, Rhodesia Railways. 


The “Blue Train” Runs Again.—The 
“Blue Train” runs again from Calais 
and Paris to Nice and Ventimiglia from 
today (Friday) and in the reverse direc- 
tion from tomorrow. The composition 
of the train is the same as before its 
temporary withdrawal last November. 


Institution of Locomotive Engineers’ 
Annual Luncheon.—The annual luncheon 
of the Institution of Locomotive Engineers 
will be held on Friday, April 5, at the 
Dorchester Hotel, Park Lane, London, 
W.1. The reception by the President, 
Mr. J. F. B. Vidal, will be at 12 noon, 
followed at 1 p.m. by the luncheon, at 
which the President will preside. 


Explosion Damage to _ Bridges. on 
G.N.R.(I.).—After the explosions near 
Carrickmore on February 17, reported in 
our February 22 issue, the Great Northern 
Railway Board Engineer’s Department 
was immediately contacted and orders for 
repair material made from Belfast. The 
materials were moved to the site of the 
damage to enable repair work to begin 
early next morning. Meanwhile a sub- 
stitute bus service was arranged. Freight 
traffic was routed to the Enniskillen, 
Omagh, and Londonderry directions via 
Clones. The line was re-opened for a 
local railcar service on February 21 and 
for all normal passenger and freight ser- 
vices the following day. 


Rough Riding in Passenger Stock.—With 
reference to the letter from Mr. T. E. 
Green published in our January 25 issue, 
in which the writer complained of bad 
riding in the “ Royal Scot,” the London 
Midland Region points out that the 
vehicles of the two trains forming the 
“ Royal Scot” Service at the middle of 
January, 1957, have been examined and 
a Carriage & Wagon Inspector has 
travelled in both trains to observe the 
performance of the stock at high speeds. 
All the passenger carrying vehicles, except 
an open first, are to British “eggs 
an 


latest design with Buckeye couplers, 

































































































































The Minister of Transport & Works, Federation of Rhodesia & Nyasaland, with 
officers of the Rhodesia Railways, inspecting railway development at Bulawayo 
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built since 1950. Nothing was found in 
the condition of the vehicles concerned 
to cause or contribute to the complaint 
by Mr. Green, except in the case of one 
second open carriage, where flats were 
observed on one pair of wheels due to 
skidding. This vehicle has now been 
taken out of service. 


Southern Railway Dramatic Society.—The 
next production of the Southern Railway 
Dramatic Society will be “ Pink String 
and Sealing Wax,” a costume play by 
Robert Pertwee, and will be given at the 
Scala Theatre, Charlotte Street, London, 
on Tuesday, March 19, at 7 p.m. The 
cast will include many of the well-known 
members of the Society. 


British Railways 1956 Statistics.—The 
figure in the third line of the fourth 
paragraph of the editorial article on 
page 213 of our February 22 issue, of the 
aggregate increase in ton-miles in 1956 
compared with 1955, should _ read 
102,774,000 and not 102,746,000; in the 
fifth line of the same paragraph, the 
figure of the increase in freight train-miles 
last year, compared with 1955, should read 
1,374,000 and not 1,370,000. 


Engineered Timber Structures.—Mr. S. H. 
Tyson, Chairman of the Timber Develop- 
ment Association Advisory Committee on 
Timber Structures, referred, at a press 
conference at the Waldorf Hotel, London, 
earlier this week, to the activities of the 
Association in the translation of research 
results into the production of new designs 
and new industrial products, within the 
special field of timber structures and 
building components. The organisation 
forms a link between the research organi- 
sations concerned with the use of timber, 
and the timber engineering industry. There 
are 80 T.D.A. approved manufacturers in 
all parts of the country who have under- 
taken to provide designs and estimates for 
engineered timber structures and com- 
ponents to T.D.A. standards of design and 
workmanship. The T.D.A. for its part 
has an arrangement with the approved 
manufacturers whereby it will undertake 
all their design requirements. 


British Railways Prototype Coaches.—In 
connection with the article dealing with 
the first and second class British Railways 
prototype coaches, built by Metropolitan- 
Cammell Carriage & Wagon Co. Ltd., on 
pages 161-3 of our issue of February 8, 
W. A. Bonnell (1924) Limited, states that 
all corridor and end flat ceiling panels of 
both these vehicles were supplied by it in 
Laconite flameproofed hardboard in ivory 
shade, together with the ceiling panels in 
the ladies’ powder room in the first class, 
which were pale blue in colour to tone 
with the plastic wall panels. Cover mould- 
ing strips for Laconite panelling were also 
supplied in the same material. All corridor 
ceiling panels were preformed. 


Movement of Contractor’s Equipment 
to Rocket Development Site—Urgent 
delivery of heavy constructional equip- 
ment required for contract work on 
the Spade Dam rocket development site, 
near Gilsland, Northumberland, has been 
successfully accomplished by means of 
special trains from Southall, arranged at 
short notice by the Western Region. 
Requests from George Wimpey & Sons 
Limited to the Region for rapid transit 
of eauipment consisting of contractors 
‘materials, tipping vehicles, and motor 
vans, were met by the immediate assem- 
‘bling of special types of rolling stock 
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suitable for the conveyance of the various 
items, and the provision of additional staff 
at Southall for loading. Immediately on 
completion of loading special trains left 
for Gilsland, North Eastern Region where 
delivery was effected to the contractor’s 
satisfaction. Four specials have been. run 
and a further train has been scheduled. 


Unsuccessful Attempt to Revive Liverpool 
Overhead Railway.—A conference was held 
in Liverpool last Monday to ascertain 
whether the Liverpool Overhead Railway, 
closed at the end of last year, could be 
reopened. Only 16 of the 30 public bodies 
invited were reported to have beén repre- 
sented. A resolution moved by Alderman 
J. Braddock, Leader of Liverpool City 
Council, that no further effective action 
could be taken and no further conference 
should be called, was passed unanimously. 


Manchester-Dover-Boulogne Car Ferry 
Service—Some hundreds of applications 
from all parts of the North of England 
have p= been received by British Rail- 
ways, London Midland Region, for details 
of the Manchester-Dover-Boulogne car 
ferry service, which is to run again this 
year. The greater interest shown in this 
route to the Continent is believed to be 
due in some measure to petrol restrictions. 
Some 400 definite bookings had been made 
by the beginning of this week. The trains 
run on Tuesdays, Thursdays, and Sundays 
from June 6 and will carry 20 cars and 
84 sleeping car passengers. 


York Station Christmas Tree Appeal.—A 
cheque for £300 was handed recently to 
Mr. D. Rowley, Chairman of the Finance 
Committee of the York “A” and Tad- 
caster Hospitals Management Committee, 
by Mr. H. A. Short, General Manager, 
North Eastern Region, British Railways. 
The cheque was the result of the York 
Station Christmas Tree Appeal, which 
raised £385 from railway staff and the 
travelling public. The balance is being 








British Railways Trade Exhibition 





Some of the vacuum brake fittings 

displayed at the Vacuum Brake 

Exhibition at Euston Station (see 
last week’s issue) 
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distributed to various York charities. Since 
1935, when the Christmas tree collection 
was started at York Station, £8,689 and 
7,216 parcels of books and toys have been 
collected for hospitals and charities. 


BICC Southampton Branch Office Change 
of Address.—The address of the South: 
ampton branch office of British Insulated 
Callender’s Cables Limited from February 
25 will be 16/17, Vincent’s Walk, South- 
ampton. The telephone number, South- 
ampton 26176/7 will remain unchanged. 


Railway Benevolent Institution—At a 
meeting on February 19 the Board of the 
Institution granted annuities to four 
widows and four members involving an 
additional liability of £168 per annum. 
Fifty gratuities were also granted, amount- 
ing to £498, to meet cases of immediate 
necessity. Grants made from the Casualty 
Fund during the month of January 
amounted to £1,413. 


Chain Conveyor Installed at Birmingham 
Goods Depot.—A ceremony to inaugurate 
the new conveyor installed at Small Heath 
Goods Depot, Birmingham, and described 
on page 257 took place on February 14, 
when the installation was officially set in 
motion by Mr. A. Chamberlain, Member 
of the Western Area Board of the British 
Transport Commission. Also present were 
Messrs. A. C. B. Pickford, Chief Com- 
mercial Manager, Western Region; C. J. 
Rider, Public Relations & Publicity Officer, 
Western Region; A. E. Flaxman, Assistant 
to the Chief Commercial Manager (Termi- 
nals & Cartage) Western Region; R. P. 
Davis, District Goods Manager, Birming- 
ham (Western & L.M. Regions); R. H. N. 
Bryant, Works Manager, Chief Mechanical 
& Electrical Engineering Department, 
Western Region, Wolverhampton; J. H. 
Vine, Chief Commercial Manager’s Office, 
Western Region; and J. H. Potts, Goods 
Agent, Birmingham (Hockley). The illus- 
tration on page 256 shows Mr. Chamber- 
a and Mr. Pickford inspecting the instal- 
ation. 








Forthcoming Meetings 


Open currently and until further notice.— 
British lransport Commission: His- 
torical Exhibition “ Transport 
freasures” in Shareholders’ Meeting 
Room, Euston Station, from 10 a.m. 
to 6 p.m. on weekdays, and 2 to 6 p.m. 
on Sundays. Admission 6d. 

March 4 (Mon.).—Institute of Transport, 
Sheffield Section, at the Royal Victoria 
Hotel, Sheffield, at 7.30 p.m. Paper 
on “Competition as an instrument of 
policy in transport,” by Professor 
Gilbert Walker. 

March 4 (Mon.).—Historical Model Rail- 
way Society at the headquarters of the 
Stephenson Locomotive Society, 32, 
Russell Road, London, W.14, at 7 p.m. 
Paper on “ Block working and single 
line working,” by Mr. J. T. Howard 
Turner. 

March 5 (Tue.).—Institute of Transport, 
Irish Section, at the C. J. E. Club, 
Dublin, at 6.15 p.m. Paper on “ The 
place of the ‘ Great Northern’ in Irish 
transport,” by Mr. J. M. McCormick. 

March 5 (Tue.).—Institute of Transport, 
Western Section, at the Royal Hotel, 
Bristol, at 7.30 p.m. Annual dinner 
and visit of the President. 

March 5 (Tue.).—Permanent Way Institu- 
tion, Leeds & Bradford Section, in the 
British Railways Social & Recreation 
Club, Ellis Court, Leeds City North 
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Station, at 7 p.m. Paper on “The 
Manchester, Wath & Sheffield Electri- 
fication Scheme,” illustrated by lantern 
slides, by Mr. F. W. Sly. 

March 5 (Tue.).—South Wales & Mon- 
mouthshire Railways & Docks 
Lecture & Debating Society, at the 
Angel Hotel, Westgate Street, Cardiff, 
at 6.30 p.m. “Some historical notes 
on the Docks in South Wales,” illus- 
trated by lantern slides, by Mr. R. H. 
Edwards. 

March 6 (Wed.).—Electric Railway Society 
at the Fred Tallant Hall, 153, Drum- 
mond Street, London, N.W.1., at 7.15 
p.m. Paper on “Morden to Edg- 
ware via Charing Cross,” by Mr. A. A. 
Jackson. 

March 7 (Thu.).—Institute of Transport, 
Essex Group, at the Shire Hall, 
Chelmsford, at 6.30 for 7 p.m. Paper 
on “Catering and the passenger on 
public transport,” by Mr. E. K. Port- 
man-Dixon. 

March 8 (Fri.).—Institute of Transport, 
Nottingham Graduate & Student 
Society, at the City Transport Offices, 
at 7 p.m. Paper on “ Passenger 
station working,” by Mr. G. O. Smith 
(Graduate). 

March 8 (Fri.).—Railway Correspondence 
& Travel Society, Scottish Branch, at 
25, Charlotte Square, Edinburgh, at 
730 p.m. Paper on “The NE. 
Region of British Railways,” by Mr. 
R. A. Savill. 

March 8 (Fri.).—Railway Correspondence 
& Travel Society, London Branch, at 
the Railway Clearing House, Eversholt 
Street, London, N.W.1., at 7.25 p.m. 
Paper on “ Railway rambles in the 
South-East Midlands,” by Messrs. T. 
Summerson and J. E. Rounthwaite. 

March 8 (Fri.).—Stephenson Locomotive 
Society, Scottish Centre, at 25, Char- 
lotte Square, Edinburgh, at 7 p.m. 
Paper on “ The N. E. Region of British 
Railways,” by Mr. R. A. Savill. ; 

March 9 (Sat.).—Stephenson Locomotive 
Society, Scottish Section, at 302, Buch- 
anan Street, Glasgow, at 3 p.m. Paper 
on “ The N. E. Region of British Rail- 
ways,” by Mr. R. A. Savill. 

March 11 (Mon.).—Institute of Transport, 
at the Jarvis Hall (R.I.B.A.), 66, Port- 
land Place, London, W.1., at 5.45 p.m. 
Paper on “ Railway freight charges,” 
by Mr. A. A. Harrison. 

March 12 (Tue.).—Institute of Transport, 
Yorkshire Section, at the Great 
Northern Hotel, Wellington Street, 
Leeds, 1., at 6.30 p.m. Paper on 
“Railway Salesmanship,” by Mr. 
E. W. Arkle. 

March 13 (Wed.).—Institution of Railway 
Signal Engineers, York Section, at the 
Signalling School, Toft Green, York, 
at 5.30 p.m. Paper on “ Planning and 
installation of major _ signalling 
schemes,” by Mr. G. S. Wilkinson. 

March 13 (Wed.).—Institute of Traffic 
administration, London Centre, at 
Rospa House, Knightsbridge, London, 
S.W.1, at 7.15 p.m. Paper on “ Mech- 
anical handling,” by Mr. F. Pywell. 

March 14 (Thu.).—Institute of Traffic 
Administration, Manchester Centre, in 
the Registrars Office, All Saints, Man- 
chester at 7 p.m. Address on trans- 
port in the U.S.S.R. 

March 14 (Thu.).—Institution of Electrical 
Engineers, at Savoy Place, London, 
W.C.2., at 5.30 p.m. Paver on “ Elec- 
trical equipment for rectifier locomo- 
tives,” bv Messrs. H. R Calverley. 
E. A. Jarvis. and E. Williams, and 
paper on “Circuit calculations for 
rectifier locomotives and motor 
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coaches,” by Messrs. J. E. Calverley 
and D. G. Taylor, combined meeting 
with the Institution of Locomotive 
Engineers. 

March 14 (Thu.).—Stephenson Locomo- 
tive Society, Midland Area, at the 
Strand Hotel, Bristol, at 7.30 p.m. 
Paper on “ Class 8 express locomotive 
trials and their sequence,” by Mr. O. S. 
Nock. 

March 15 (Fri.).—Mansion House Associa- 
tion, at the Trocadero Restaurant, 
Piccadilly Circus, §.W.1., at 12.15 for 
12.45 p.m. Annual luncheon. 

March 15 (Fri.).—Institute of Transport, 
at the Dorchester Hotel, Park Lane, 
London, W.1., annual dinner. 

March 15 (Fri.).—Stephenson Locomotive 
Society, at Caxton Hall, Westminster, 
London, S.W.1., at 6.30 p.m. Illus- 
trated lecture ‘“‘ My favourite locomo- 
tive type—2-4-0,” by Mr. J. E. Kite. 

March 22 (Fri.).—R.O.D. Officers’ Reunion 
Dinner, at the Transportation Club 
44, Wilton Crescent, London, S.W.1., 
at 6.30 for 7 p.m. 








Railway Stock Market 


Canadian Pacifics continued an active 
feature in railway stocks, and strengthened 
from $594 a week ago to $60 following 
the official statement on the earnings out- 
look. Yield at the current price is over 
53 per cent, which compares favourably 
with the return on many of the other 
popular dollar stocks. Canadian Pacific 
4 per cent preference stock, however, 
eased from £644 to £624, and yield over 
64 per cent, while the 4 per cent deben- 
tures were 71; like most fixed-interest 
sterling securities, they tend to be in- 
fluenced by the trend in British Funds. 

Activity continued in Nyasaland Rail- 
ways shares, which changed hands up to 
lls. 44d., while the 34 per cent debentures 
rose from 58 to 59 

United of Havana second income stock 
was 8, Antofagasta preference changed 
hands around 464 and the ordinary around 
314, while the 5 per cent (Bolivia) deben- 
tures strengthened fractionally to 923. 
Mexican Central “A” bearer debentures 
were 694, quotations for Dorada ordinary 
stock and debentures were 524 and 1074 
respectively, while Costa Rica ordinary 
stock showed business at 25} and Chilean 
Northern 5 per cent debentures were 
dealt in around 444. Paraguay Central 
prior stock eased to 13} and International 
of Central America shares were again $324. 

Brazil Railway bonds firmed up to 6. 
San Paulo Railway ordinary shares have 
again changed hands around their par 
value of 3s. 

There was again increased activity in 
shares of locomotive building and engineer- 
ing companies because in most cases yields 
at current prices are good, and it is 
reasonable to assume that as time pro- 
ceeds and earnings benefit from work in 
connection with the railway modernisa- 
tion programme, earnings and dividends 
should improve. Central Wagon 10s. 
shares participated in the upward trend at 
18s. 3d. xd, while British Wagon £20 
shares, which are £5 paid, were dealt in up 
to £164. Sentiment was helped by the 
increased profits reported by G. D. Peters, 
whose shares have risen from 27s, 6d. a 
week ago to 32s. 6d. in response to the 
raising of the dividend from 6 per cent to 
74 per cent. 

Charles Roberts 5s. shares strengthened 
from 11s. 9d. to 12s., and in other direc- 
tions, Wagon Repairs 5s. shares moved up 
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from 12s, 104d. to 13s. 44d. Gloucester = 
Wagon 10s. shares were good, too, at 
14s, 6d. to which they rose a week ago, 
and > +? Peacock continued active around 


s. 6d. 

Hurst Nelson at 36s. 6d. have been quite 
well maintained at Glasgow, while a rise 
from 13s. 44d. a week ago to 14s. was 
shown in North British Locomotive. Bir- 
mingham Wagon rose from 19s. to 20s, 6d, 
on balance, after touching 20s. 9d. 

English Electric remained under the in- 
fluence of the record financial results, and 
at 56s. 9d., more than held their recent 
advance. The full accounts more than 
confirm the excellent impression created 
by the preliminary figures. The expansion 
in the order book is reflected in the ad- 
vance in bank loans to over £16,000,000 
and it is apparent that more capital will 
have to be raised, but no early move in 
this connection is planned and the Capital 
Issues Committee has not been approached. 
The City expects the issue to be made after 
the Budget and the talking point is whether 
it will prove to be an issue confined to 
shareholders in the now popular form of 
a loan stock carrying future rights of con- 
version into ordinary shares. General 
Electric shares have strengthened afresh 
from 55s. 9d. to 56s. 9d. and Associated 
Electrical were 65s. 6d. Westinghouse 
Brake strengthened to 80s. A.B.C. Coupler 

Engineering 5s. shares were 15s. 74d., 
W. G. Allen 5s. shares 7s., and Consoli- 
dated Signal 5s. shares 36s. 3d. Cammell 
Laird 5s. shares have strengthened to 
12s. 74d. and Vickers from 42s. 104d. to 
43s. 74d. 








OFFICIAL. NOTICES 


DRAUGHTSMEN, Civil Engineering, with 

, experience of railway work wanted for Con- 
sulting Engineers’ Office in Westminster. 5-day week. 
Contributory Pension Scheme. Progressive positions. 
Apply with full particulars of age and experience 
to Box No. 718, c/o Charles Barker & Sons Ltd., 
Gateway House, London, E.C.4. 





DESIGN ENGINEER required to lead a team of 

_ Engineers engaged on the development and 
application. of accessories to the Railway and 
General Transport Industries. Applicants should 
have a practical Railway engineering background 
and possess qualifications and qualities compatible 
with a Senior appointment. Box 254, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 





large 
railway 
Sound 
but not 


PRODUCTION MANAGER required for 
_ engineering works manufacturing 
rolling stock and other engineering products. 
general engineering background essential 
necessarily in rolling stock production. A_ senior 
appointment with good prospects, pension scheme, 
and salary commensurate with responsibility. Apply 
giving all details in confidence to the Managing 
Director, Cambrian Wagon & Engineering Co. Ltd 

Maindy, Cardiff. 





NATIONAL COAL BOARD NORTH EASTERN 

_. DIVISION. Applications are invited for the 
position of ASSISTANT DIVISIONAL TRANS- 
PORT OFFICER (Road) at the Marketing Depart- 
ment Headquarters. Candidates should have a 
sound knowledge of road transport, operations at 
collieries, landsales and depots. Experience in road 
transport organisation and management is essential. 
Salary range £940 x £30—£1,200. Applications 
giving age, education, qualifications, experience and 
details of present post and salary to Marketing 
Administrative Officer, N.C.B., N.E. Division, Moor- 
ale, 1 Tapton Park Road, Sheffield, 10, by 
9th March, 1957. 





concern has 2 
their Sales staff for an  EX- 
PERIENCED REPRESENTATIVE to organisé and 
control a department dealing with the sale of a new 
development product. This is a senior executive 
Position for a man with the necessary experience, 
which must include an extensive knowledge of rail- 
way operation and rolling stock. The position offers 
wide scope for travel at home and abroad and 
necessitates the ability to meet top level executives 
in the Railway industry. The position will com- 
mand a salary commensurate with the responsibilities 
involved and successful candidate will be required to 
join the Company’s superannuation scheme. Apply 
giving full details of age, education, training and 
experience to Box No. 1372—Smiths 19/21, Cor- 
Poration Street, Birmingham, 2. 


LARGE Midland engineering 
vacancy on 
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